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DIESEL RAILWAY TRACTION SUPPLEMENI 


The January issue of THE RatLway GazettE Supplement, 
llustrating and describing developments in Diesel Railway 
Traction, will be ready on January 1, price 1s. 


GOODS FOR EXPORT 
The fact that made of raw materials in short supply 
»wing to war conditions are advertised in this paper should not 
be taken as indicating that they are available for export 


goods 


NOTICE TO SUBSCRIBERS 
Consequent on the paper rationing, new subscribers cannot be 
accepted until further notice. Any applications will be put on 
a waiting list, and will be dealt with in rotation in replacement 
»f subscribers who do not renew their subscriptions 


POSTING ‘‘ THE RAILWAY GAZETTE’’ OVERSEAS 

We would remind our readers that there are many overseas 
countries to which it is not permissible for private individuals to 
send printed journals and newspapers. THE RatLway GAZETTE 
possesses the necessary permit and facilities for such dispatch. 

We would emphasise that copies addressed to places in Great 
Britain should not be re-directed to places overseas 


TO CALLERS AND TELEPHONERS 
Until further notice our office hours are: Mondays to Fridays 
9.30 a.m. till 4.45 p.m. 
The office is closed on Saturdays 


ANSWERS TO ENQUIRIES 

By reason of staff shortage due to enlistment, we regret that 
it is no longer possible for us to answer enquiries involving 
vesearch, or to supply dates when articles appeared in back 
numbers, either by telephone or by letter 

ERRORS, PAPER, AND PRINTING 

Owing to shortage of staff and altered printing arrangement 
due to the war, and less time available for proof reading, we 
ask our veaders’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
printing compared with pre-war standards 
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A General Managers’ Conference Record 

HEN Sir James Milne vacates the Chairmanship of the Rail- 

way General Managers’ Conference at the end of this month, 
he will have established a record in the length of his tenure of 
that office. Sir James Milne was Chairman when war broke out, 
and at the unanimous wish of his colleagues he has continued to 
hold office ever since. He has thus been Chairman for six con- 
secutive years. In wartime, in particular, the Chairmanship of 
the General Managers’ Conference of the Railway Clearing House, 
to give it its full title, is no sinecure, and the strain and the 
additional labour involved, superimposed on his already heavy 
wartime duties at Paddington and as a member of the Railway 
Executive Committee, has been considerable. The manner in 
which he has discharged his triple task has been widely appre- 
ciated. Sir William Wood, President of the Executive of the 
L.M.S.R., will succeed Sir James Milne as Chairman of the 
General Managers’ Conference on January 1; he last held this 
position in 1937. He, too, has had great demands made on his 
indefatigable industry since the outbreak of war, and when a 
few weeks ago he relinquished the Presidency of the Institute of 
Iransport, one of the well-merited tributes which were paid to 
him by the incoming President, Mr. Robert Kelso, was that Sir 
William Wood treats no position as ‘‘ honorary ’’ in the sense of 
not giving it his full attention and devoting time to it. Photo- 
graphs and biographies of Sir James Milne and Sir William Wood 
appear on page 643. 
ses oe 

Sir Sam Fay 

Sir Sam Fay, a portrait and some biographical particulars of 
whom appear on page 644 in connection with his attainment on 
December 30 of his 88th birthday, has been described as ‘‘a 
thoroughly practical railwayman, without any fads.’’ He has had 
a distinguished career in this country, notably as General Man- 
ager of the Great Central Railway for the twenty years up to 
grouping; and he is well known abroad. In addition to having 
visited Australia and New Zealand to inquire into railway work- 
ing, he has made a number of trips to North America; he also 
has visited South America, and he is still a Director of two 
prominent British-owned lines in Argentina. Sir Sam Fay was 
President of the Institute of Transport for 1922-23; of his notable 
presidential address the following extract is perhaps peculiarly 
worth recalling in view of its significance today: ‘‘ There are 
people who believe the conduct of a transport business to be 
; quite an easy problem. They are first cousins of other 
people who would undertake single-handed the management of 
the earth and all that therein is, who would cheerfully take on 
the running of a chemist’s shop or an ocean liner. That they 
would finish up by poisoning half the population and drowning 


the remainder is to them a mere matter of detail.’’ 
ges a 
The Transport of Evacuees 
Although the Government continues to stress that evacuees 


from Greater London areas should not return at present, various 
other are now being ‘‘ re-occupied.’’ Recently, the 
Government decided to offer facilities to evacuees to return to 
their homes in the Kent coast areas of Broadstairs, Deal, Dover, 
Folkestone, Margate, Ramsgate, and Sandwich, and free travel 
in organised parties, if the numbers warrant them, is_ being 
arranged. Whole families left these areas when the non-essential 
population was asked to move out because of the threat of 
invasion. Many of them are not persons now billeted or accom 
modated under the Government evacuation scheme, and these 
will not receive the individual notices about the return home 
arrangements which are now being issued to adult evacuees who 
are billeted. Such persons will, however, be given help to move 
back (including assistance towards the cost of transporting 
furniture and facilities for taking cars back) if they apply before 
March 1, 1945, to the local authority of the area in which they 
now living. Many of them already have the benefit of the 
moratorium on rents, rates, and certain other liabilities imposed 
in these areas; and under the Liabilities (Wartime Adjustment) 
Act, which was passed recently, they may now obtain advice 
and assistance from the Liabilities Adjustment Officer in settling 
any moratorium debt or liability. 


areas 


are 


Labour Shortage and Bureaucratic Control 


Presiding at the ordinary general meeting of the East Midland 
Motor Services Limited on December 12, Mr. J. S. Wills the 
Chairman, said that, with the lessening of the critical tension 
in our national affairs. there was an increasing expectation of an 
easement in the hardships of our daily lives. The Prime Minister 
knew this, and the Government was: taking off the brake with 
unwonted expedition. Unfortunately, the ponderous machinery 
of bureaucracy could not be accelerated easily without getting out 
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of gear. He continued: The company’s patrons have been led 
to expect increased services, even during the day. Liquid fuel 
is in good supply and rubber is no longer a serious problem, but, 
unfortunately, the supply of essential labour for the road pas- 
senger transport industry is no better than it was, and we just 
cannot operate more buses. For the last year or two, we have 
been trying to do too much with the available manpower in this 
be eased, even before 


country. The burden of overwork must 
there is any substantial restoration of normal amenities, for it 
must not be forgotten that more amenities mean more labour. 


There is perhaps one important exception to this. The tens of 
thousands of men and women whose lives are spent in restricting 
our normal requirements—in rationing our food; designing and 
curtailing our utility clothes; telling us we cannot have any more 
around with the 


coal and (very unconvincingly) why; fiddling 
paper ration; issuing or, more often, refusing to issue, licences 


enabling us to do this or that; exercising an iron control upon 
the permissible consumption of foreign bird seed by naturalised 
parrots—all these tens of thousands will be able (preferably after 
a special course of training) to change over to productive work 
as it is gradually possible to relax bureaucratic controls imposed 
upon us by war. When we get the labour, we shall be very 
pleased to operate the services, despite the fact that any profit 
derived from them will accrue to the Government in the form 
of Excess Profits Tax and not to the shareholders 


Australian Air-Line Nationalisation 
The reports of the decision by the Commonwealth Government 


to take over all interstate civil air lines throughout Australia 
show that it came as a general surprise and, if the circumstances 
are correctly described, they do not make pleasant reading. The 
decision was announced by Mr. F. M. Forde, the Acting Prime 
Minister, in the absence, owing to illness, of Mr. Curtin, the 
Prime Minister, and the absence of other men of moderate 
views, including Mr. Drakeford, the Minister of Civil Aviation, 


Mr. Menzies, for the Opposition, called 


in the United States 

the proposal a ‘‘ piece of arrant political confiscation,’’ and said 
that it was ‘‘ monstrously unjust’’ to take over the air lines 
just as the period of their commercial success was about to 
begin. He was thereupon called, by Mr. Forde, the champion of 
the great vested interests. There seems a certain artificiality 


about this phrase. The Australian air lines have been prominent 
for their successful development of civil aviation and claim that 
their operation of the services has been characterised by efficiency, 


initiative, safety, regularity, and low fares and freight rates. 


Mr. Hudson Fysh, Managing Director of Quantas Empire Air- 
ways, has been mentioned as a likely head of the Government 
Air Line Authority. The decision respecting the future of the 


air services in the Commonwealth is entirely a matter for the 
Australian people to determine, but decisions taken in any 
important country are bound to be noticed carefully elsewhere. 
Practically all the railways in Australia, of course, are owned 
either by the State Governments or by the Commonwealth. 


Institute of Transport: Council’s Annual Report 


During the year ended September 30, 1944, the report of the 
Council of the Institute of Transport states, the conduct of affairs 
continued under the direction of an Executive Committee (with 
the President as Chairman) which met monthly and reported to 
the Council four times in the year. At September 30 last, there 
were 2,221 cormporate and 3.575 non-corporate members on the 
roll, a total of 5,796, compared with 5,327 at September 30, 1943, 
and 5,053 at September 30, 1939. The financial position of the 
Institute continues to be satisfactory, but the balance of income 
over expenditure was only £1,212 largely by reason of the con 


tinuance of halving the subscriptions of associate members by 
examination, and of graduates and students resident in Great 
Britain and Ireland—a practice begun in 1940. The: Council 


offers its warm thanks to the transport press for help during the 
year, and records that officers and members of the Executive 
Committee again had the opportunity of meeting editors or repre- 
sentatives of some 20 of the leading publications, directly inter 
ested in transport and of exchanging views and ideas with them. 


Internal Combustion Engine Research 


Before the war, rather more than two out of three petrol. oil 
or gas engines made in Great Britain, other than those for road 
vehicle or aircraft use, were exported. The war developments of 
the internal combustion engine are known to be very great, but 
as yet they can be assessed only by a few. In the post-war years 
there can be no doubt that, provided the right articles can be 
offered at truly economic prices, the industry should have an 
important place in the rebuilding of the national economy. The 
key to that possibility is research, and it was to meet this need 
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that the non-profit-making British Internal Combustion Engine 
Research Association was formed in 1933. This Association re- 
ceives a Government grant from the Department of Scientific « 
Industrial Research which supplements income from membe: 
concerns. The sphere of the Association covers stationary and 
portable internal-combustion engines of all sizes, including po er 
units for railway-traction purposes. The three principal aims are 
the attainment of maximum reliability, higher fynctional effici- 
ency, and lower all-in costs. The Association recently is 
obtained laboratory and allied premises, equipment, and a 
number of skilled personnel. The group of buildings is at Sloug 
and has been used for engineering development work for seven 
years by a private undertaking. 


London Transport Benevolent Fund 

Four orphanages are at present educating and training children 
of deceased members of the London Transport Benevolent Fund 
a voluntary movement, now 22 years old, that is maintained | 
the penny-a-week subscriptions of 75 per cent. of the London 
Transport staff. During 1943 there were 66 children (18 more 
than in 1942) in the orphanages to which the fund made dona 
tions, namely, 350 guineas each to the Royal Alexandra Schoo! 
and Spurgeon’s Orphan Homes, and 50 guineas each to the Rail- 
way Servants’ Orphanage and the Royal Wanstead School. Speal 
ing in support of the report for 1943 at the 21st annual meeting 
Mr. John Clift said: ‘‘ We on the council have opportunities 
from time to time, of seeing the work of the orphanages, thx 
children of which are trained in a very efficient and kindly way 
The total membership of the Fund was shown as 71,000, includ 
ing 4,755 new members; 13,000 were in the Forces, an increas¢ 
of 500. Contributions totalled £27,300, and other income 
£2,482; expenditure was £26,880. Cash grants were made in the 
year 1943 to 4,211 out of 4,438 applicants, and the figure in 
volved was £18,861, the highest on record. Free legal advice was 
given to 205 members. Free treatment in sanatoria, rheumatic 
clinics, etc., was furnished to 626 (including dependents of mem 
bers) at a cost of £2,390. This expenditure was met from a grant 
from the lost-property fund. 


Special Rail Steel Qualities 


One important effect of wartime conditions on the production of 
rails of special steel qualities for hard-wearing track locations 
has been that the percentage addition for heat treatment or the 
use of alloys in general is lower than ever it has been previously 
The facts are that while the basic price of rails has advanced 
considerably, the supplements for special qualities have remained 
largely unaltered. There has been no increase, for example, in 
the extra for the sorbitic treatment, and as the average increase 
of life due to the reduced wear of the sorbitised running surface 
remains more or less constant, the fact that the supplement, 
expressed as a percentage of the total purchase price, is substan 
tially lowered, makes the sorbitic rail a proportionately better 
economic proposition than before. Throughout the war there has 
been a steady production of sorbitic-rail tonnage at the majority 
of the British steelworks equipped with the necessary plant for 
applying the treatment. Much the same argument applies to high 
manganese steel in the 12 to 14 per cent. category; whereas 
hitherto the cost of rails and crossings of this type has been 
prohibitive save in locations where extreme wear is experienced, 
the attraction of present prices in relation to that of rail steel 
of standard composition might well suggest further consideration 
of the claims of the high-manganese product. 


Freight Rates in the U.S.A. 


The financial position of United States railways has shown si 
serious a deterioration during the last few months that the 
Interstate Commerce Commission is to reopen the question of 
freight rates which has been in abeyance since May, 1943. It 
was in that month that the I.C.C. suspended the general 
increases which had been granted in freight rates, as, although 
working expenses and taxation were increasing rapidly at that 
date, it was held that the unprecedented increases in traffic 
that the railways were then handling would be more than suffi- 
cient to enable them to earn a reasonable profit on their opera 
tion. The position now, however, that although the 
maximum traffic peak has been passed, expenses are still 
mounting. Since 1940 the cost of labour has gone up by 27 per 
cent. and of materials by 29 per cent., and apart from mounting 
taxation these two items alone have added $1,100,000,000 to 
the annual expenditure of American railways. It is calculated 
that a further 20 per cent. decrease in traffic would reduce the 
annual net income of American railways to about $350,000,000: 
30 per cent. less traffic than 1944 would cut this figure to 
$100,000,000 and leave many railways in a critical position; a 
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40 per cent. reduction in traffic would result in a substantial 
deficit. In the difficult post-war reconstruction period heavy 
expenditure on works and equipment will be needed if the rail- 
ways are to hold their own against intensified air and road 


competition. In these circumstances the railways feel fully 
justified in petitioning the I.C.C. to restore, from January 1, 


1945, the rate increases sanctioned in 1943 but suspended. 
. 
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The Brake Question in Spain 

Contrary to the practice in the neighbour country, France, 
here compressed-air brakes finally secured general adoption, 
Spain has standardised on the vacuum system. The break of 
gauge at the frontier precludes through running and therefore 
the use of different brake systems has no importance from this 
point of view and as Portugal, the main lines of which are on 
the 5 ft. 6 in. gauge, uses vacuum brakes, such through 
running as Spain is interested in presents no difficulty. Never 
theless the question of changing to compressed air working has 
been considered by the Spanish Authorities, in consultation 
ipparently with German and Italian firms, and is referred to in 
un article in Ferrocarriles y Tranvias by Sefior Manuel Villar, 
head of the department dealing with designs and standardisa 
tion. Acknowledging that the compressed air system offers 
certain advantages, at least for some services, he points out that 
the vacuum system has given excellent results in Spain and is 
1dmirably adapted to the conditions there. He does not con- 
sider that a change would be justified, certainly not as long as 
the break of gauge continues, and through running with the 
European railway system does not arise. The cost of installing 
inother brake he puts at 263 million pesetas, if half the goods 
wagons are equipped and the remainder piped, or 213 millions 
if one-third are equipped, without customs charges on imported 


also 


items. A large amount of material would be recovered from roll 
ing stock and stores, to the value of about 58 millions, but it 
would practically have to be written off, for although some 


might be saleable much would possess scrap value only. 
aac au 


Modernising Locomotive Power in the U.S.A. 

Shortage of materials for locomotive construction, concurrently 
vith increased demands for power, on account of war traffic 
conditions, has made it necessary for the mechanical departments 
of many railways to examine the possibilities of obtaining 
ncreased outputs from existing types. How successfully this 
has been done on one railway in the U.S.A. may be seen from 
the description on page 640 of two successive rebuildings of ten 
Pacific locomotives on the Alton Railroad. In their principal 
limensions these engines, relatively light by American standards, 
have remained unchanged; the improvements and additions 
ncluded thermic syphons, feed-water heaters, mechanical stokers, 
new firegrates and superheaters, a reduction in _ piston-valve 
diameter, and an enlargement of blast orifice from 6} to 63 in. 
lia., together with an increase in tender capacity. As a result, 
locomotives designed to haul 550-ton trains over the 282 miles 
between Chicago and St. Louis in 8 hr., including stops, now 
ire handling 960-ton trains over the same route in 5 hr. 50 min., 
with five intermediate halts; their drawbar horse-power has 
increased by 27 per cent., and their maximum indicated horse- 
power by nearly 500. Roughly seven tons of coal are being 
saved on each through trip, and this economy, coupled with the 
elimination of double-heading, is reckoned to be saving $100,000 
i year. 

aes a= 


The Rebuilt L.M.S.R. ‘*‘ Royal Scots ’”’ 


A most successful example of British locomotive modernisa- 
tion is provided by the ‘‘ Royal Scot 4-6-0 locomotives of the 
L.M.S.R. which have been rebuilt with taper boilers, twin blast- 
pipes, and double chimneys. In their original parallel-boiler 
condition the ‘‘ Royal Scots ’’ have done excellent work, but the 
rebuilding has improved their performance in a _ remarkable 
degree. Although engine weight and calculated tractive effort 
remain practically unaltered, it is the free steaming of the new 
boilers and the improvement at the front end that have made the 
lifference. Recently we travelled from Leeds to Carlisle behind 
me of these engines, in a 13-coach train weighing 410 tons gross, 
which had to be worked over the 1,180-ft. altitude of Ais Gill 
summit. Despite heavy rain and high wind, the. stiff climb of 
13-9 miles, mostly at 1 in 100, from Settle Junction to Blea Moor 
was completed in 20 min. 10 sec., at an average of ,41-4 m.p.h. 
From Leeds to Skipton the engine gained 5 min., from there to 
Hellifield 2} min., and from Hellifield to Ais Gill all but 11 min., 
which would have been 15 min. by Appleby but for a lengthy 


lead stand at Kirkby Stephen due to a freight train being 
shunted ahead. These engines are doing particularly fine work 
yver the heavily-graded route between Leeds, Carlisle, and 


Glasgow (St. Enoch), and are gaining lost time constantly. 
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Progress of Railway Air Services 


N recent weeks the Air Committee of the British railways has 

been making a close study, with the leading aircraft and 
engine manufacturers, of the types of British aircraft likely to be 
available in the immediate post-war period, and also of the 
question of future developments. It will be recalled that the 
principal features of the post-war air transport plan* submitted 
by the four main-line railways to the Government in October 
last, and explained by Lord Balfour of Burleigh in the House 
of Lords, consisted of the offer to operate a comprehensive net- 
work of air services in the United Kirigdom and between the 
United Kingdom and Europe without subsidy, on condition that 
no other British or foreign line is subsidised against them; and 
for this purpose to develop with the shipping interests a separate 
air-line company with staff experienced in air transport. 

On December 14, the railway companies announced that the 
following nine short-sea liner companies have accepted the offer 
of partnership in their Rail-Air plan for the United Kingdom 
and Europe: the British & Continental Steamship Co. Ltd., the 
Brussels Steamship Co. Ltd., the Clyde Shipping Co. Ltd., Coast 
Lines Limited, Ellerman’s Wilson Line Limited, the General 
Steam Navigation Co. Ltd., MacAndrews & Co. Ltd., the Ulster 
Steamship Co. Ltd. (Manager, G. Heyn & Sons Ltd.), and the 
United Baltic Corporation Limited. Before the war, all these 
companies operated either between the United Kingdom and 
European ports, or within the United Kingdom, on regular 
schedules of a similar kind to those operated by the steamship 
fleets of the railway companies. Negotiations are proceeding with 
the independent air lines outside the railway group operating 
before the war. It is expected that, with Lord Swinton’s return 
to the United Kingdom from the United States, negotiations will 
be resumed between the Government and the railway and ship- 
ping companies. 
sas == 


More Planning 


VERY considerable amount of publicity has been given to 
the ‘‘ Greater London Plan, 1944’’ which has been pre- 

pared by Professor Patrick Abercrombie, and of which a pre 
liminary edition was published by His Majesty’s Stationery Office 
on December 14. It will be recalled that Professor Abercrombie 
acted jointly with Mr. J. G. Forshaw in producing the ‘‘ County 
of London Plan, 1943’’ and the present scheme is an extension 
of that embracing an area of 2,599 sq. miles, extending outwards 
from the London County Council boundary for roughly 30 miles 
from the centre of London—an area which in 1938 had a popula 
tion of 6} million, and includes the whole of the counties of 
Middlesex, Hertfordshire, and Surrey, and parts of Kent, Essex, 
Bedfordshire, Buckinghamshire, and Berkshire. It should be 
made clear at the outset, however, that, although this report was 
prepared on behalf of the Standing Conference of London 
Regional Planning, at the request of the Minister of Town & 


Country Planning, it represents the view of Professor Aber- 
crombie as an independent consultant, and that neither the 


Ministry nor the other Government departments concerned have 
yet completed their review of his recommendations, or the 
assumptions of policy on which they are based. Moreover, the 
local authorities directly concerned have not yet had an oppor 
tunity of considering the proposals. Broadly, the aim of the Plan 
is to discourage a further growth of industry and population 
within the London Region and to provide for their better distri- 
bution and grouping, by decentralisation. The area is divided 
into four concentric rings of which :— 

The inner urban ring represents the fully urbanised built-up 
areas adjoining the L.C.C. area; 

The suburban ring represents the area beyond the inner urban 
ring and approximately within 12 miles of Charing Cross, in 
which the excessive densities of the inner urban ring have not 
yet been reached, but in which land has now been built up to 
the limit prescribed by tolerable conditions; 

The green belt ring comprises much open country and includes 
numerous established centres of population; it extends for about 
5 miles beyond the suburban ring, and is intended primarily for 
recreation; 

The outer country ring includes the remainder of the region and 
contains distinct urban communities situated in land otherwise 
open in character and mainly agricultural. It will be the prin- 
cipal reception area for the decentralised population. 

Although transport is a vital factor in such a 


* This was described, 
Pages 371-3 


plan, the 





with sketch maps, in our issue of October 20, 1944, 
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railway aspect would appear to have received less attention than 
it merits. This is mainly because Professor Abercrombie con 
siders that the solution of the railway problems is largely 
inhefent in the proposals for the decentralisation of population 
and industry which will materially reduce the amount of daily 
travel between London and the suburbs, and that no drastic 
alterations or additions to the railways are necessary. An ulti 
mate reduction in travel to and from work is an essential aim of 
the Plan. The railway suggestions put forward concern mainly 
the general electrification of the Greater London area, and the 
provision of some additional short lengths of passenger track and 
goods lines. It is recommended that the main lines leading out- 
wards from London should be electrified to specified changeover 
points where steam traction will begin. The points recommended 
are Didcot (G.W.R.), Princes Risborough (G.W. & G.C. Joint), 


Aylesbury (G.W. & G.C. and Met. & G.C. Joint), Watford 
(L.M.S.R.), -Luton (L.M.S.R.), Hitchin (L.N.E.R.), Bishop’s 


Stortford (L.N.E.R.), Chelmsford (L.N.E.R.), and Basingstoke 
(S.R.). It is recommended that consideration should be given to 
hauling goods by electric traction, and that the number of goods 
stations should be decreased. P 

It is pointed out that the adoption of the Plan would increase 
the importance of existing branch lines in the northern half of 


the region, which could easily be made to link up the Midlands 
and the North-West with some of the proposed satellite towns, 
and also to link various places in the region. To realise this, 
four new links would be required for a northern route from 
Watford to Chelmsford. Another connection required is a loop 
at West Thurrock enabling trains to run from London to 
Upminster via Purfleet to provide for proposed development 
near Aveley. 
55 om 


Coras Iompair Eireann 


With the signature by the President of Eire a short time ago, 

the Eire Transport Bill has become the Transport Act, 
1944, and will be operative as from January 1, 1945. The new 
company formed by it, which takes over the undertakings of the 
Great Southern Railways Company and of the Dublin United 
Transport Co. Ltd., will be known lompair Eireann 
(Irish Transport Company) and the old titles of its constituent 


Coras 


as 


undertakings will disappear. We cannot but regret the aboli 
tion of the words ‘‘ Great Southern,’’ which date from an early 
period in Irish railway history when the Great Southern & 
Western Railway Company was formed. In 1924 it became the 
Great Southern Railway Company, and in 1925 the Great 
Southern Railways Company, when all the railways entirely 
within the 26 counties had been acquired. The Dublin United 
rransport Co. Ltd. was the successor in title of the Dublin 


United Tramways. 

rhe new Act affects all forms of transport in the 26 counties, 
whether railway, road, canals, or air, although a large propor 
tion of its provisions concern only the new transport company 
No change in the financial structure of the Great Northern Rail 
way Company (Ireland) is proposed, but it would appear that 
the Act contemplates a control, so far as concerns Eire, ovet 
that company’s rates and charges and facilities by railway and 
and any abandonment of railways, similar to that to be 
exercised in the case of the new transport company. It will be 
remembered that an amendment carried in the Dail to the 
original Transport Bill the defeat of the then Govern 
ment and occasioned a general election on May 30, 1944 

After the formation of the new Government, a Transport (No. 
2) Bill was introduced in the Dail on June 12. It was much in 
the same form as the original measure which was outlined in The 
Railway Gazette of May 12 (page 488) and May 19 (page 513) 
The Minister in charge of the Bill stated that it contained no 
changes except the alteration in mentioned in the first 
Bill, which were consequent on the delay. Some further amend 
ments, however, made by the Senate. One of these pro- 
vided that a copy of the annual accounts should be sent by the 
company to shareholder matter of instead of 
merely on request. The Minister had previously explained that 
the company’s accounts were to be modernised because the old 
accounts were unintelligible except to an expert. By another 
imendment—moved by the Minister—it was enacted that where 
a person claimed arbitration on the question whether loss of 
employment was directly and solely the result of amalgamation, 
the arbitrator must presume in favour of the employee until the 
contrary was proved by the company. When the measure was 
returned to,the Dail both these amendments were incorporated 
in it. 
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New South Wales Railways 


THe report of the New South Wales Commissioner for Railways 

for the year to June 30 last shows that earnings of th. 
lines amounted to £34,501,192, an increase of £429,234 as com 
that 


pared with the preceding twelve months, and working 
expenses at £27,535,343 were £192,238 higher. The balance of 
profit on operations was therefore £6,965,849, an increase of 
£236,996. Taking into account the contribution from the Gov: 


ment towards losses on the working of country developmenial 
lines (£800,000) and meeting revenue charges in connection with 
the proportion of the State’s loan liability chargeable to 
Department of Railways, the surplus is £754,054, which « 
pares with £774,542 for the previous year. The report points 
that the foregoing figures are the financial results of the Depart 
ment’s busiest year, and that the gross ton-mileage operated 
totalled 13,686,497,802, which an increase of 52,088,449 
on the total of the previous year, which was itself a record. 
Passenger journeys numbered 250,565,758, an increase of 
13,124,481, and goods tonnage (excluding livestock) amount 


t 


was 


to 18,602,711, a decrease of 243,245. This volume of busin: 

would have been larger had it not been necessary to curtail 
freight and passenger services over the greater part of th 
year, so as to conserve coal. As in previous war years, the 


resources of the department were drawn on largely to handle 
heavy movements of defence personnel, munitions, and supplies 
over long distances, and to meet the transport requirements of 
industrial undertakings engaged on defence contracts. Neverth 
less, the necessary operating adjustments were made to ensure 
the carriage of all essential civilian traffic, which was of con 
siderable volume because of the continuance of restrictions of 
the activities of road and sea transport 


[he report gives the following table of operating results 
for the year ended June 30, 1944, compared with the similar 
period of 1943, 1932, and 1914: 

re —- ies 
| Year ended June 30 
1944 1943 1932 | 1914 
£ £ £ £ 
Total capital expenditure on 
lines open for traffic ...|*152, 144,668 | 151,849,840 | 139,667,319 61,264,869 
Cost per mile open for traffic 
(including workshops, rol- | 
ling stock, etc.) ve +24,840 +24,792 422,810 15,442 
Total miles open for traffic ... 6,127} 6,1274 6,1254 3,9674 
Average miles open for the 
year wa mee ‘a 6,1274 6,1274 6,0493 3,9584 
£ £ £ | £ 
Earnings _ ae 34,501,192 34,071,958 | 15,001,022 | 7,742,241 
Working expense sai 27,535,343 27,343,105 12,510,029 5,409,820 
Balance (after paying working | 
expenses) ... a sas 6,965,849 6,728,853 2,490,993 | 2,332,421 
Percentage of profit to capital | 
invested a ..| £4 11s. 8d. £4 9s. Od. £1 16s. Hid. | £3 17s. 4d. 
Percentage of working ex- 
penses to earnings ... 79-81 80-25 83:39 | 69-87 
£ —. 7 £ 
Earnings per average mile open 5,631 5,560 2,480 1,956 
Working expenses per aver- 
age mile open _ see 4,494 4,462 2,068 | 1,367 
Return per average mile open | 
(after paying working ex- | 
penses) on a ee 1,137 1,098 412 | 589 
Number of passenger journeys | 250,565,758 | 237,441,277 | 128,359,419 | 86,328,421 
Goods tonnage wae ..-| 18,602,711 18,845,956 9,598,879 12,624,223 
612,443 621,619 


Livestock tonnage ime ar 


* This amount includes £666,864 which was paid from consolidated revenue on which 
interest is not payable ; and £874,100 balance of an amount of £3,300,000 advanced by 
the Treasury free of interest, repayable by yearly instalments over a period of twenty 


years ; 
+ Exclusive of the section Wynyard to Waverton, the capital cost of which is borne 


by the Sydney Harbour Bridge Vote 


Note.—The preparation of train mile and livestock tonnage statistics has been 
discontinued for the present. Coal, coke and shale tonnage is included in goods 
tonnage 


Of the increase in gross earnings of £429,234 coaching revenue 
accounted for £100,386, goods and livestock for £167,521, sales 
of electricity for £66,774 and miscellaneous revenue for £96,686; 
the revenue from refreshment rooms showed a decline of £2,133. 
The increase of £192,238 in working expenses ‘was caused by 
higher wages and material and expenses incurred as a 
result of the shortage of coal. The working expenses included 
£1,000,000 set aside for accruing maintenance of track, £2,000,000 
for the provision of rolling stock and equipment to meet renewals 


costs 
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lready due, £20,000 for accruing maintenance of refreshment 
ooms accommodation, and £330,000 for additional repayments of 
the special loan arranged in 1934. This loan of 
£3,300,000 was made to enable the Commissioner for Railways to 
vertake arrears of maintenance of the running tracks that had 
ccumulated in previous years, and it was made available free 
f interest, and repayments were to be made by annual instal- 
nents over a period of twenty years. Additional repayments, 
however, have been made to such an extent that only £874,100 
f the loan remained to be paid off after June 30, 1944. In 
onsequence the Department, is seven years ahead in its repay- 
nents. The financial results of operating the State’s railways 
ince the appointment of the present Administration are shown 


Treasury 


n the following table :— 

Y Earnings after Surplus or 

ear ended Earnings Working wasiie deficiency after 
June 30 expenses & statutory 
expenses charges 
£ £ £ 

1932 15,001,022 12,510,029 2,490,993 4,564,605 Def. 
1933 15,405,320 1 1,966,648 3,438,672 3,360,482 
1934 14,890, 186 11,203,520 3,686,666 2,588,127 
1935 16,002,699 11,565,658 4,437,041 1,283,511 
1936 16,953,581 11,848,070 5,105,511 698,262 ,, 
1937 17,816,496 12,355,322 5,461,174 28,397 Sur. 
1938 19,486,116 13,759,988 5,726,128 51,469 ,, 
1939 19,146,441 14,542,980 4,603,461 1,171,522 Def. 
1940 19,954,851 14,646,934 5,307,917 443,833 ,, 
1941 23,215,610 17,161,924 6,053,686 235,95! Sur. 
1942 27,686,332 21,712,560 5,973,772 203,899 ,, 
1943 34,071,958 27,343,105 6,728,853 774,542 ,, 
1944 eis . 34,501,192 27,535,343 6,965,849 754,054 ,, 

Mr. F. H. Hartigan, the Commissioner for Railways, points 


out that 
displaced, 
£159,736 
years of his 


the practice was maintained of writing off all assets 
and, as a result, the working expenses included 
this item for the year. Thus during eleven 
administration, a total of £3,026,348 has been 
debited to working expenses to write off displaced assets. Of this 


to cover 


sum £2,653,335 covers abandonments since he took office. In 
addition to the foregoing, £1,199,917, representing assets aban 
loned in the duplication, deviation and electrification of the 


lines between the years 1914 and 1930, which previously had not 
been written off the capiital account, was written off during the 
year to the sinking fund account and the capital assets credited. 
rhe whole of the assets displaced or abandoned to June 30, 1944, 
now have been written off. j 

SsaS a= 


Argentine State Railway Tariffs 


HE Argentine Government recently authorised the British- 
owned railways to increase their goods and pargels rates by 
about 10 per cent. from December 1 and, at the same time, it was 
made known that the State railways tariffs were to be graded up- 
wards to bring them into relationship with the new charges on the 
3ritish lines. The increased rates were granted to enable the com- 
panies to meet the cost of advances in wages conceded from July 1 
last. As the State railways serve the same territory as some of the 
British lines, notably the Central Argentine and the Buenos Aires & 
Pacific, it is evident that any attempt to increase tariffs without 
the concurrence of the State railways would have the effect of 
deviating traffic from the companies to the State system. 
Supplementary messages from Buenos Aires report that the 
State railways administration has decided, also from December 1, 
to discontinue the higher scales of charges hitherto applicable over 
its lines in the mountainous provinces of Salta and Jujuy, which 
are expensive to operate because of the heavy grades, and to sub- 
stitute the lower scales ruling on the lines located in the plains 
It is calculated that the change will reduce the gross receipts by 
about $2,000,000 (£125,000) a year. In making the announce- 
ment, the management admitted that the fall in revenue would be 
considerable, but pointed out that low rates and charges to facilitate 
the development and progress of the regions served funda- 
mental objectives of Argentine State Railway policy and must be 
the over-riding consideration in determining the latest reduction 
in tariffs. The change does not affect the British companies, as 
none of them owns lines in the provinces of Salta and Jujuy, which 
are in the extreme north of the country, on the Bolivian border, 
and are served exclusively by the State system. La Quiaca, in 
the province of Jujuy, the frontier station on the international 
rail route between Argentina and Bolivia, is 1,115 miles from 
Buenos Aires and is farther north than Rio de Janeiro. Traffics 
from the area have to travel very long distances overland to reach 


were 
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the principal markets, and without low freights the development 
of the territory would be retarded. Apparently, there has been a 
widespread adjustment of tariffs on the State railways, which has 
had the effect of raising charges in the zones served jointly with 
the British lines and of lowering those in the hilly country where 
there are no privately-owned railways. The final result may well 
be that goods receipts, in total, will not be much changed. In the 
light of the following results of working of the State railways for 
the year ended June 30, 1943, the last figures available—in com- 
parison with those of the Central Argentine and Buenos Ayres & 
Pacific companies, it would seem that the State system will be able 
to afford the latest rates concessions, as well as higher scales of 
pay from July 1 last, more especially when it is remembered that 
they are financed with local capital, in pesos, and are not subject 
to the heavy exchange losses which afflict the British lines : 


Gross Working Net Rate of 

receipts expenses receipts working 

$ $ $ Per cent. 
State ... ‘ia 140,151,046 99,744,356 40,406,690 71 
Central Argentine 119,288,279 101,771,457 17,516,822 85 
B.A. & Pacific 87,385,690 69,791,380 17,594,310 80 


The Central Argentine Railway lost $7,137,964 and the Buenos 
Ayres & Pacific $8,048,777 in transferring the above net receipts 
to London. 


Railway Centenaries of 1945 


HE year 1845 was momentous in the history of British 

railways, and ushered in a new epoch of railway develop- 
ment. At the beginning of the year there were some 2,235 miles 
of railway in actual operation, and during the year no fewer 
than 2,816 miles of new line were sanctioned by the legislature— 
more than 2} times the total sanctioned in the previous boom 
year of 1836. In other words, it was the beginning of the Rail- 
During 1845, 294 miles of new railway were opened, 
of which one or two sections are noteworthy. The Blisworth- 
Peterborough branch (47 miles) of the London & Birmingham 
Railway was opened on June 2. It was a single line built in 
two years, at a cost of £9,136 a mile, and brought Peterborough 
within 4} hr. of London by a journey of 109} miles, approxi- 
mately halving the road coach journey time for the 77 miles by 
road. The opening on December 22 of the Woodhead to Dunford 
Bridge section (4 miles) of the Sheffield, Ashton & Manchester 
Railway completed the second route through the Pennine Range. 
It included the Woodhead Tunnel, 3 miles 13 yd. long, then the 
longest tunnel in the British Isles. Simultaneous openings on 
July 30 of 56 miles of the Eastern Counties Railway (Bishop’s 
Stortford to Brandon), and 373 miles of the Norfolk Railway 
Brandon to Norwich, Trowse) completed the railway between 
London (Shoreditch) and Norwich. The 46-mile Newport- 
Brandon section of the Eastern Counties Railway provided a 
striking example of rapid construction, and Grissell & Peto (the 
contractors) earned a bonus of £25,000 for completing it within 
12 months, or nearly a year before the time specified in the 
The Sapperton Tunnel, 1,855 yd. long, through the 
Cotswolds was opened on May 12, in connection with the G.W.R. 
section between Kemble and Standish. Rapid construction at 
modest cost was exemplified by the 48} miles of the York & 
North Midland Railway from York to Scarborough and Pickering, 
opened on July 8. It was mostly single line, and was built in 
12 months at less than £6,000 a mile. Only a few years earlier, 
the cost per mile for constructing the 78-mile Grand Junction 
Railway (£16,538 a mile, including land and Parliamentary 
expenses) had been regarded as so remarkably low as to be the 
cause of a dividend of 154 per cent. Another feature of 1845 
was that this year may be said to have established the policy 
of railway consolidation which had been begun in the previous 
year with the formation of the Midland Railway. A list of rail- 
way openings of 1845 is given on page 639. 


way Mania. 


contract. 


PENNSYLVANIA RAILROAD TURBINE LocomotivE.—The Pennsy]- 
vania Railroad has put into experimental operation a 6,900-h.p. 
steam turbine-driven locomotive. It was designed and con- 


structed by the Baldwin Locomotive Works and the Westing- 
house Electric & Manufacturing Company in collaboration with 
the Pennsylvania Railroad. According to details cabled by 
Reuters the forward-drive turbine is approximately 3 ft. 9 in. in 
dia.; a smaller turbine, to move the locomotive in reverse, is 
mounted by the side of the forward-drive turbine. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


2-10-0 Austerity Locomotives 
17, Pembroke Square, W.8. 


THE EpiItoR oF THE RAILWAY GAZETTE 

Sir,—I am almost tempted to head this letter ‘‘ England 
Again in the Van ’”’ of progress after reading the matter in your 
issue of December 15, in regard to the 2-10-0 utility locomotive. 
In two places prominence is given to the fact that drop and 


December 15 


To 


rocking grates and drop bottom ashpans are included in the 
design. 
Somehow I seem to remember these features were common- 


in American designs some fifty years ago and that I had myself 


1 hand in fitting both of them some 40 years ago to engines 
built by the North British Locomotive Company for the 
C3.A.m and that they were even in advance of the engines 


under discussion in that the grates were rocked by steam. 
Somehow, however, I am still more tempted to revise 
temptation and write ‘‘ England 40 years behind the times.’’ 
Yours faithfully, 
PHILIP A. HYDI 


my 


Free Wheels for Rolling Stock 
London, W.C.1. 


lo THE EpitorR oF THE RAILWAY GAZETTE 

Sir,—In your issue of August 11 (page 130) you made reference 
to the recent tests by the L.M.S.R. of a bogie passenger van 
fitted with independent free wheels, that is, one wheel to each 
ixle fixed to the axle, and the other free to revolve on it. As 
indicating the antiquity of the idea, I drew attention to the 
fact that this principle was used, with apparent success, on one 
of the pioneer mineral railways in this country upwards of 200 
years ago, and you published in your issue of August 25 (page 
182) a reproduction of a drawing of 1734 showing the round and 
square axle ends of this free-wheel arrangement. To show the 
persistance of the idea, I think you may be interested to repro- 
duce the following account from The Illustrated London News of 


December 12 


August 5, 1865: 
“An invention of the utmost importance to railway com 
panies and others interested in railway’rolling stock has been 


patented by Mr. Williams Rice, of Boston. It is the application 
of a loose wheel upon the ordinary revolving axle, means being 
provided under which the lubrication of the two bearings can 
be effected. The result from the invention is a saving not only 
of engine-power, but upon the ordinary wear of the permanent 
way; the saving being most apparent in traversing sharp curves. 
A coal-waggon has been adapted to Mr. Rice’s plan and use on 


the Great Northern system between Boston and Mr. North's 
colliery at Babbington, near Nottingham, being subject of 


course to the ordinary rough usage of coal-lines and sidings. 
After many journeys performed, an examination of the wheels and 
bearings showed that the whole mechanical arrangements were 
most satisfactory, and that they might at once be still further 
applied to railway carriages of all kinds. Whilst running, this 
idapted waggon was tested by 
ordinary waggon having fixed 


the dynamometer against an 
with a 


wheels, equally loaded, 


Publications Received 


ways in 
early construction ; 


History of the North Pennsylvania opening ; 


Railroad. By Jay V. Hare. Philadelphia, Teemeuiealn toe Cae: 
Pa The Reading Company, Reading eg tet Haadgionce gional 
Terminal. 11 in. Sin. 31 pp. Gratis. 


The author of this interesting brochure 
is Secretary & Treasurer of the Reading 
Company, and it would seem that he has 
needed to make a study of certain aspects 


and the centennial 
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faced by a note on the introduction of rail- 
Pennsylvania ; 
an account 
details of some 
early operations and traffic development, 
including the adoption of standard time, 
exhibition 
Finally, details are given of the lease of 
1879, which is for 990 years. 
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result of 208 lb. as against 333 lb. respectively. The cost of 
manufacture, or even of conversion, is reasonable compared with 
the great saving in power expected to be realised. One wheel 
only needs to be revolving—that is, the near wheel on the leading, 
and the off wheel on the trailing, axle. The invention seems to 
be most specially adapted to railways having sharp curves, for 
there the loose wheel is’ most needed and the power of traction 
is most sensibly diminished.’’ 

The patent is doubtless that of November 1, 1864 (No. 2701) 
for improvements in applying the wheels and axles of railway and 
other carriages. From the Abridgments of Specifications pub 
lished in 1871 at the office of the Commissioners of Patents fo1 
Inventions, it appears that John Furnevall and George Keighley 
sought protection for a similar device on November 2, 1864, and 
secured a provisional patent under the number 2708. 

Is it necessary to add that the Boston whence Williams Rice 


came is the Lincolnshire one, and not Mass., U.S.A.? 
Yours faithfully, 
CHARLES E. LEE 
° = ° 
Railway Stock Ownership 
The British Railway Stockholders Union, 
25, Victoria Street, 
London, S.W.1. December 18 
lo tHE Eprror oF THE RatLway GAZETTE © 
Sir,—‘‘ Stockholder ’’ of Ealing, who wrote you on Decem 
ber 12, plainly has not been following the discussion which led 


to my letter in your December 8 issue. The point in question 
was the voting power at an annual meeting and there can be no 
doubt that the proxies collected by the boards do, in fact, assure 
in absolute majority at any meeting. 

What is valuable at the annual meetings are the addresses of 
the Chairmen. They are most informative, but stockholders 
are profoundly dissatisfied with the ineffectiveness of their own 
protests, let us say on such a matter as the election of new 
members of the boards or the protection of the rights of equity 
shareholders in connection with the existing agreement with the 
Government. 

In spite of ‘‘ Stockholder’s’’ protest, I see no reason 
those who are in daily contact with many shareholders should 


why 


hide the fact that, considered as a ‘Stockholders’ Parliament,’ 
the proceedings at the annual meetings often approach tbe 
farcical. Those who profess to ventilate the opinions of stock 


holders are in no sense delegates representing the great body of 
proprietors. This being the case, The Railway Gazette seems 
to me a very proper organ for bringing the belief of many 
stockholders to the notice of those in authority. 

It may well be impossible to devise any method for enabling 
hundreds of thousands of proprietors to make their opinions 
vocal, but that some such method is desirable seems to mé 
obvious. The phrase “‘ Stockholders’ Parliament ’’ was coined 
by Mr. Hargreaves Parkinson in a recent pamphlet, ‘‘ Who Owns 


the Railways?’’ which initiated this discussion. Mr. Parkinson 
added: ‘‘ If a ‘ Stockholders’ ‘Parliament ’ were elected annually 
by the whole body of stockholders, to represent them in their 


directors— 
and func 


‘ Cabinet ’—i.e., the boards of 


more cohesive, articulated 


relations with the 
the whole system would be 
tionally satisfactory.’’ 
Yours truly, 
ERNEST SHORT, 
General Secretarv 





some highly ingenious control devices, 
which are described in detail. Both water 
and oil media are catered for. Besides 
giving the operational details of the latest 
types of valves, some useful practical hints 
are included, and some typical hydraulic 
circuits are outlined and sound, useful 
information is given. With so many good 
points, it is a pity that more care was not 
lavished on the illustrations ; the coloured 
circuit diagrams are very good ; but many 


a description of 

of the 
famous North 
and remarks on 


of 1876. 





of the North Pennsylvania Railroad in con- 
nection with his official duties, and therefore 
has had access to unique sources of informa- 
tion. Both Mr. Hare and the Reading 
Company (by which the North Pennsylvania 
Railroad is now leased) are to be congratu- 
lated upon their public spirit in making this 
text available. It is a lithographic repro- 
duction of reduced-size typewriting. The 
text describes the location of the railway 
and the organisation of the company, pre- 


Modern Hydraulic Control Valves.— 
This is an informative and thoroughly 
up-to-date booklet dealing with the various 
methods of controlling the pressures in 
hydraulic circuits which have been de- 
veloped by the firm responsible for its 
publication, Glenfield & Kennedy Limited, 
Kilmarnock. The rapid increase in the 
hydraulic pressures adopted for presses 
and other manufacturing machinery and 
processes has led to the development of 


of the half-tones are disappointing. One 
or two of the line diagrams, too, suffer 
from too great a reduction from the original 
tracing, so that the inscriptions are difficult 
to read. If a future edition is planned, 
the firm might consider the substitution of 
a few good photographic illustrations for 
the plenitude of poor reproductions on (for 
instance) page 20; the attractiveness of 
the booklet would then be much enhanced 
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The Scrap Heap 


ARRIVAL FORMULA 
Add 40 minutes to the specified time of 
irrival for every 100 miles. 

* x * 

UNCLE 

The fact that a Turkish newspaper has 
called the Prime Minister ‘‘ Uncle 
Churchill ’’ will be accepted as a well- 
deserved compliment by uncles in general. 
They are already a spoilt race and this 


may turn their heads altogether.—‘‘ The 
Times.”’ 
* * * 
Edge Hill, Liverpool, L.M.S.R. Band 


has entered a party for the Brass Quartet 
Championship of Great Britain, organised 
by Morris Motors’ Band, which is to be 
held at Cowley, Oxford, on Saturday, 
January 27. It will compete under its 
conductor, Mr. Norman Jones, against 
some of the best-known brass_ band 
musicians in the country. 
* * * 
L.M.S.R. Cratms DRIVE 

Below is a further selection of slogans 
submitted by L.M.S.R. staff in connec- 
tion with the campaign which that com- 
pany is conducting to make its staff 
‘claims conscious ’’ : — 


\ LitTLe CARE BY THE ‘‘ COLLECTING 
Man ”’ 
MEANS LESS WORK ON THE 
VaNn.”’ 
W. Shenton, Station Foreman, 
Warrington, Bank Quay, 22 


** DELIVERY 


ONE OF THE SAFEST SLOGANS KNOWN 
HANDLE TRAFFIC AS THOUGH YOUR Own. 
Gloucester Goods—Combined effort 


WHEN STARTING A PARCEL OFF ON ITS Way 


MAKE SURE IT IS PACKED AND LABELLED 
O.K. 

HANDLE 1T GENTLY, TREAT IT WITH CARE 

Anp You’vE Done Your Bit To’arps 
GETTING IT THERE. 


Louis B. Hogan, Signalman, 
Cliviger East, c/o Towneley Station 
WacGons WELL SHEETED 
MEANS CLAIMS ARE DEFEATED 
]. E. Moore, Claims Dept., 
D.G.M.O., 
42, Victoria Street, Liverpool 
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Nazi FLaG aT WATERLOO 

Whilst the Germans were still in the 
citadel of St, Malo, Lt.-Commander J. 
Ailwyn Jones, D.S.C., R.N.R. (a South- 
ern Railway ship’s officer now serving 
with the Royal Navy), pressed on into 
the town on reconnaissance duty. Seeing 





naval 


a Nazi ensign flying over the 
wrecked office of the Southern Railway, 
he hauled it down. He has presented it to 
the Docks & Marine Manager, Southern 
Railway, and it is displayed at Waterloo 
Station. 
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. now I holds the fort while YOU nips in... I’ve never missed 


a train yet!” 


(Reproduced by permission of the proprietors of “‘ Punch’’) 
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Railway Centenaries of 1945 

The following railway centenaries occur 
during next year :— 

February 10.—Gravesend to Rochester 
(Strood) Railway (7 miles) of the Thames 
& Medway Canal, opened. It afterwards 
became the property of the South Eastern 
Railway. 

February 10.—Wigton to Aspatria sec- 
tion (8 miles), Maryport & Carlisle Railway 
opened. This completed the company’s 
main line, a distance of 274 miles. 

May 5.—Woking to Guildford section (6 
miles), London & South Western Railway, 
opened. 

May 12.—Kemble to Stonehouse (Stand- 
ish Junction) section (15? miles), Great 
Western Railway, opened. Included the 
Sapperton Tunnel, 1,855 yd. long, through 
the Cotswolds. 

June 2.—Blisworth to Peterborough 
section (47 miles) of the London & Birming- 
ham Railway opened. Single line. Built 
in two years at a cost of £9,136 a mile. It 


brought Peterborough within 4} hr. of 
London, by a journey of 1093 miles— 
approximately halving the road coach 


journey time for the 77 miles by road. 

June 2.—Coltness to Longridge section 
(8$ miles) of the Wilsontown, Morningside 
& Coltness Railway, opened. In effect, an 
extension of the Wishaw & Coltness Rail- 
way. 

June 9.—Cheadle to Poynton Collieries 
section (4$ miles), Manchester & Birming- 
ham Railway, opened. Part of the Maccles- 
field branch—see also November 24, 1845. 

June 9.—Glossop branch (1 mile), Shef- 
field, Ashton & Manchester Railway, 
opened. Built by the Duke of Norfolk, the 
owner of the land. 

July 8.—York to Scarborough and 
Pickering section (48} miles), York & North 
Midland Railway, opened. Mostly single 
line. Built in 12 months at less than 
£6,000 a mile. 

July 14.—Dunford Bridge to Sheffield 
section (18} miles), Sheffield, Ashton & 
Manchester Railway, opened. 

July 30.—Bishop’s Stortford to Brandon 
section (56 miles), Eastern Counties Rail- 
way, opened. The 10-mile Bishop’s Stort- 
ford to Newport portion had been author- 
ised in July, 1843 ; the remaining 46 miles 
in July, 1844. 

July 30.—Brandon to Norwich (Trowse) 
section (37? miles), Norfolk Railway, 
opened. Double line. Built in 14 months 
at a cost of £8,283 a mile. Completed the 
through railway between London (Shore- 
ditch) and Norwich. , 

August 6.—Opening of the Gauge Com- 
mission. Decision in favour of 4 ft. 8} in. 
gauge as British standard reached in the 
next year, with exception made in favour of 
the G.W.R. and associated lines. 

September 20.—Tonbridge to Tunbridge 
Wells section (4 miles), South Eastern Rail- 
way, opened. Construction begun before 
passage of Act, to meet the keen desire of 
property owners en route. 

November 24.—Shoreham to Worthing 
section (5 miles), London & Brighton Rail- 
way, opened. 

November 24.—Poynton to Macclesfield 
section (6} miles), Manchester & Birming- 
ham Railway, opened. 

December 22.—Woodhead to Dunford 
Bridge section (4 mifes), Sheffield, Ashton & 
Manchester Railway, opened. Included the 
Woodhead Tunnel, 3 miles 13 yards long, 
then the longest tunnel in the British Isles. 
Completed the second route through the 
Pennine Range. 

(See editorial article on page 637) 
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OVERSEAS RAILWAY 


THE RAILWAY GAZETTE 


AFFAIRS 


(From our correspondents) 


AUSTRALIA 


Government Ownership of Air 
Lines 

On November 22 Mr. F. M. Forde, the 
Acting Prime Minister, announced in the 
House of Representatives at Canberra that 
the Commonwealth Government intended 
to take over all interstate civil air-line 
operations throughout Australia. All em- 
ployees in the industry would be treated 
fairly and justly and the assets of existing 
air-line companies would be taken over on 
fair and just terms. The Department of 
Civil Aviation, he said, would continue to 
provide all services ancillary to the opera- 
tion of the air routes, such as landing fields 
and radio and other navigational aids. 

In response to questions, Mr. Forde said 
that Government ownership of the air lines 
would be permanent. It was hoped that an 
Enabling Bill would be introduced next 
session and that the Government would 
assume control next year, tentatively from 
July 1, 1945. 

The estimated cost to the Australian 
Commonwealth Government of compensat- 
ing the air-line operators for their tangible 
assets will be less than £A 3,000,000 and 
possibly under £A 2,000,000. 


Lh 


(See editorial note on page 634). 


NEW SOUTH WALES 
Railway Budget 

In the course of his budget speech for 
1944-45 in the Legislative Assembly last 
November the Prime Minister said that a 
railway surplus of £553,000 was expected, 
compared with an actual surplus of £754,000 
for the previous year. Income was expected 
to be £3,050,000 less, and expenditure 
£2,955,000 less. The decline in the figures 
is said to be attributed to reduced war 
traffic, coal restrictions, and the drought. 


SOUTH AFRICA 


South African Airways 

On December | an air passenger service 
of the South African Airways was inaugu- 
rated between the principal centres in 
the Union. Ordinary passengers may travel 
by these services, and advance bookings 
will be taken. Single fares only are accepted 
each way. Half-fare is charged for children 
under three years of age in the custody of 
adults, provided no seats are required for 
them. Each adult passenger is allowed 
40 lb. of personal luggage free. 

The services operated are : Rand-Durban- 
East London-Port Elizabeth-Cape Town ; 
Rand-Bloemfontein or Kimberley-Cape 
Town; and Rand-Bulawayo-Salisbury. 


Hours of Duty Committee 


With minor exceptions, the recommenda- 
tions have been accepted which are con- 
tained in the report of the committee 
appointed in April, 1943, by the Minister of 
Transport to examine and report on the 
hours of duty worked by all sections of the 
Railways & Harbours Administration’s staff, 
and on the rates of payment for weekday 
overtime and duty performed on Sundays 
and public holidays. 

It has been accepted: that no servant is 
entitled to claim a meal interval unless 
definite provision for such has been made in 
his scheduled hours of duty; and that, as 
far as practicable, meal intervals are to be 
prescribed on the basis of one meal hour in 
respect of each period of five hours worked. 


The hours for the transaction of goods 
and parcels business with the public at 
stations are to be reviewed so as to bring 
them into conformity with those observed 
by the local community as far as may be 
practicable. 

The hours of duty of employees classified 


as artisans will be reduced to 46 a week 
without reduction in wages. The normal 


hours of duty for drivers employed on the 
road motor services will be 54 hours a week, 
or nine hours a day. 

For certain clerical staff the following 
standards and principles have been adopted: 
the normal hours for clerical staff employed 
in administrative offices will be 39 a week ; 
at harbours, goods depots and the larger 
locomotive depots, 42 hours ; at the smaller 
locomotive depots and in the offices of works 
inspectors, permanent-way inspectors and 
similar offices, 48 hours. 

At stations the weekly hours of duty are 
to be: stationmasters, 48, 60 or undefined ; 
clerks, 42, 48 and 54 ; station inspectors, 48. 
A schedule has been drawn up for each 
station and as trained staff becomes avail- 
able the new hours will become operative. 


Sunday and Overtime Payments 

A separate scale of payment, to conform 
as nearly as possible to the basis of double 
time for work undertaken on Sundays, has 
been accepted for application to telegraph- 
ists and other salaried servants eligible to 
receive such payment. The existing salary 
barrier is to be retained, but provision made 
for a minimum hourly payment of 2s. with 
a maximum of 6s. The differentiation 
between the scales applicable to telegraph- 
ists and other grades of salaried staff is 
abolished. 

Payment to the train staff of the Catering 
Department in respect of work performed on 
Sundays will be made strictly on the basis 
of the actual hours worked, subject to a 
maximum payment as for twelve hours. 

The scales of payment for weekday over- 
time performed by members of the salaried 
statf are to be aligned to time-and-a-third. 
The minimum is 2s., and the maximum 5s. 
an hour. Overtime is payable on salaries 
not in excess of £580 a year. 


UNITED STATES» 


Alton Locomotive Modernisation 

An example of locomotive modernisation 
to meet wartime power demands is provided 
by ten Pacific engines of Class “ P-16B”’ 
which the Alton Railroad recently has 
rebuilt, with striking improvements to 
performance. These locomotives were built 
by the American Locomotive Company in 
1914 to run 8-coach trains (about 550 tons 
of 2,240 lb.) over the 282 miles between 
Chicago and St: Louis in 8 hr., stops 
included. In 1939 the engines were equip- 
ped with standard stokers and Hulson 
tuyére-type grates; working pressure was 
raised from 200 to 220 Ib.; the piston- 
valves were reduced from 15 to 12 in. dia. ; 
and the blast-pipe nozzle was increased 
from 6} to 6} in. dia.; also, the tender 
capacity was increased to 13,650 gal. of 
water and 19 tons of coal. These modifica- 
tions made it possible to increase trainloads 
to 11 coaches (about 760 tons), although 
the cutting of the schedule from 8 to 64 hr. 
made double-heading necessary for part of 
the distance. 

In 1944, by which time the schedule of 
the ‘Alton Limited ’’ had been cut to 
5 hr. 50 min. (average 48-3 m.p.h. with 
five intermediate stops), and the number 
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of vehicles to 14 (about 960 tons), the de 
mand was so outstripping the power that 


it was decided further to modify th 
Pacifics. The changes took the form oj 
equipment with Worthington feed-water 


heaters, Nicholson thermic syphons, typ: 
““HA” superheaters, automatic foam 
meters, and other details, and of enlarg: 
ment of the blast-pipe nozzle to 6} in. dia 

During both rebuildings cylinders hay: 
remained at 25 in. dia. by 28 in. strok 
evaporative heating surface has increased 
slightly from 3,967 to 4,048 sq. ft.; and 
grate area remains at 70-4 sq. ft. Adhesion 
weight has gone up from 77 to 80 tons, and 
total engine weight from 124 to 126 tons 

Results of Changes 

These changes have proved so effective 
that the engines now can work the 14-coach 
trains throughout, at the increased speeds 
required, without assistance. Dynamometer 
car tests have shown that since the second 
rebuilding the evaporation per Ib. of coal 
burned has increased 11 per cent. ; drawbar 
horse-power has increased by 27-2 per 
cent.; overall thermal efficiency has in- 
creased from 3-53 to 4-79 per cent. ; and 
maximum indicated horse-power from 2,364 
to 2,824. The overall efficiency is not 
high, but this is partly due to the fact that 
the engines have to be worked very hard, 
and that many features of the design are 
30 years old. Nevertheless, an average of 
seven tons of coal is being saved on every 
trip, which has resulted in a yearly saving 
of $100,000 by these ten locomotives ; in 
normal peacetime working, with 10 or 
11 vehicles in place of the present 13 or 14, 
an overall thermal efficiency of fully 6 per 
cent. may be expected. 


SWITZERLAND 


M.-O.B. Improvements 

The motor and trailer coaches (described 
and illustrated in The Railway Gazette of 
November 10) delivered recently to the 
Montreux-Oberland Bernois Railway form 
part of a general scheme of improvement, on 
which a considerable expenditure is being 
incurred. To permit acceleration of trains, 
many curves on the main line are being 
eased ; the improvements include a new 
spiral tunnel, 310 metres long, on a radius 
of 80 metres to eliminate an existing curve 
of 40 metres radius; the tunnel was 
pierced on April 12. 


CEYLON 


Colombo-Jaffna Train Service 


The train service from Colombo to Jaffna 
is likely to be accelerated next year with 
the completion of the scheme for certain 
improvements to the line. It is hoped that 
it will be possible to reduce the journey 
time by about two hours, and to enable 
heavier loads to be conveyed. A good deal 
of progress has been made with the scheme 
in spite of difficulties, anda comparatively 
short stretch has yet to receive attention. 

The rail distance from Colombo to 
Jaffna is about 245 miles, and the journey 
takes thirteen hours. 

Railway Lorry Service Suggested 

The General Manager of the Ceylon 
Government Railway has been asked to 
report on the feasibility of the Railway 
Department operating the lorry service 
between Bangadeniya and Puttalam, over 
which section of the railway the train ser- 
vice was discontinued nearly two years ago, 
rather than renewing the contract on which 
the service at present is given out to a 
haulage undertaking. As recorded in The 
Railway Gazette of November 17, this service 
is resulting in a loss. 
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U.S.A.-Built Goods Locomotives on the Indian Railways 
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Metre-gauge ‘** MacArthur”’ class 2-8-2 type American-built locomotive now in use 
on the Indian railways 
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Baldwin 5 ft. 6 in. gauge locomotive, the American version of the Vulcan **XE” class which, when first 
imported into India in 1929, ran trials on the N.W.R. (I). They were later transferred to the East India Railway 
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ce One of the Vulcan Foundry «* XE” locomotives, of which the American counterpart 
is shown in the centre illustration 
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Servicing Canadian National Locomotives at Montreal 


A view at Turcot Locomotive Depot, Montreal, the largest and busiest roundhouse in Canada. It is 

operated on a 24-hr. basis, and the motive power of the Canadian National Railways is serviced and 

turned out at the average rate of one locomotive in less than 11 min.; here is seen part of the fleet 

awaiting attention at Turcot. Accommodation is available for 62 locomotives. Activity is at its 

highest point between 4 and 8 p.m. and the next highest point is between 5 and 9a.m. The recerd 
turnout of a single day is 147 locomotives serviced 


Earth-Ballast Shapers in use on British-Owned Argentine Railways 


Two forms of ballast shaper used for the reshaping of ballast sections to the original profile, which are used over 
many of the earth-ballasted tracks of the Buenos Ayres Great Southern and Buenos Ayres Western Railways 
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RAILWAY 


PERSONAL 


Sir James Milne, K.C.V.O., C.S.I., 
B.Sc., M.Inst.T., General Manager of the 
Great Western Railway, is vacating the 


Chairmanship of the General Managers’ 
Conference of the Railway Clearing House 
after six successive years in that position. 
Sir James Milne was Chairman of the 
conference when war broke out, and at 
the unanimous wish of his colleagues he 
continued in that capacity; he now has 
established a record length of tenure of 
the office. Sir James Milne succeeded Sir 





Sir James Milne, K.C.V.O., C.S.I., M.Inst.T. 


General Manager, Great Western Railway ; 
Chairman, General Managers’ Conference, 1939-44 


Felix Pole as General Manager of the 
Great Western Railway on July 8, 1929. 
He entered the company’s service as a 
pupil in the Locomotive Department in 
1904, and, after passing through the 
Swindon shops, mechanical laboratory, 
and drawing office, transferred to Pad- 
dington. He had experience in the office 
of the Superintendent of the Line, and 
afterwards in the General Manager’s 
Office; in 1912 he returned to the former 
office, where he took charge of the Pas- 
senger Train Running Department. In 
January, 1916, he was appointed Chief 
Clerk to the Divisional Superintendent at 


Pontypool Road, and later was for a 
short period Acting Divisional Superin- 
tendent, Swansea. In 1917 he became 


Assistant Divisional Superintendent, Ply- 
mouth. In September, 1919, his services 
were requisitioned by the Minister of 
Transport, under whom he was Director 
of Statistics. On January 1, 1922, he 
was appointed Assistant to the General 
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Manager, and in the next April became 
Principal Assistant. Later in the same 
year he was selected by Lord Inchcape 
to assist the Indian Retrenchment Com- 
mittee, and was one of the co-signatories 
to its report. In April, 1923, he returned 


to Paddington and received the honour 
of the C.S.I. in the King’s Birthday 
Honours of that year. In March, 1924, 
he was appointed Assistant General 
Manager, and in 1929 became General 
Manager. In January, 1932, the honour 


of knighthood was conferred on him, and 
in the New Year Honours of 1936 he was 


created a K.C.V.O. -Sir James Milne is 
Deputy-Chairman of the Railway Execu- 
tive Committee. In 1940 he was elected 
a Director of the Great Western Railway 
Company (retaining the General Manager- 
ship); but at the annual general meeting 
of the company in 1941 the Chairman 
announced that Sir James felt obliged to 
resign from the board as soon as his elec- 
tion had been ratified, in deference to the 
wishes of the Minister of Transport, who 
had intimated that he could not his 
way to accept a director of the railway 
company as a member of the Railway 
Executive Committee, yet wished Sir 
James to remain a member of that body. 
The Chairman added that he had assured 
Sir James that his seat would be kept 
vacant in the hope that he would be able 
to fill it in happier times. Sir James 
Milne is a former Member of Council, and 
a former Vice-President, of the Institute 
of Transport. (See editorial note, page 
633). 


see 





NEWS SECTION 


Sir William V. Wood, M.Inst.T., Presi- 
dent of the Executive, London Midland 
& Scottish Railway, who, as recorded in 
our December 1 issue, has been elected 
Chairman of the General Managers’ Con- 


ference, Railway Clearing House, for 
1945, joined the Accountant’s Depart- 
ment, Belfast & Northern Counties 


Railway in 1898. That undertaking was 
acquired by the Midland Railway of Eng- 
land in 1903, and he continued to serve in 


the Accountant’s Department of. the 
Northern Counties Committee of that 
railway. When the Government took 





Sir William Wood, M.Inst.T. 


President of the Executive, L.M.S.R. ; 
Elected Chairman, General Managers’ Conference 


control of the Irish railways in 1917 he 
was appointed Secretary, and later a 
member, of the Railway Accountants Com- 
mittee set up by the Irish Railway Exe- 
cutive Committee. On the formation of 
the Ministry of Transport in 1919, he was 
transferred to London as Director of Trans- 


port (Accounting), and in 1921 became 
Accountant to the Ministry. In 1924 he 


returned to railway service as Assistant to 
the Accountant-General of the L.M.S.R., 
and was appointed Controller of Costs & 
Statistics in 1927, which position he vacated 
in 1930, to become Vice-President, Finance 
& Service Department. He was created a 
Knight Bachelor in the Coronation Honours 
List in May, 1937. Sir William Wood 
became President of the Executive, 
L.M.S.R., in 1941, On numerous occasions 
he has given evidence on behalf of all the 
main-line railway companies before Parlia- 
mentary committees, the Railway Rates 
Tribunal, and the National Wages Tribunal. 
Sir William Wood is an authority on rail- 
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way finance. From 1926 to 1936 he was a 
member of the Railway Statistics Com- 
mittee, of which he was Chairman from 
1930 onwards. He served as Chairman of 
the General Managers’ Conference, Railway 
Clearing House, for 1933, and again for 
1937. During the present war he has 
taken a prominent part in the deliberations 
of the Railway Executive Committee, of 
which he is one of the original members. 
Sir William Wood was President of the 
Institute of Transport for 1943-44 (See 
editorial note, page 633). 

Mr. R. G. Mills has joined the board of 
the New Insulation Co. Ltd 


death on 


We regret to rec ord the 
Hodgson, 


December 10 of Mr. Clement G. 


O.B.E., M.1I.Mech.E., Consulting Engi- 
neer to the Sudan Government Railways, 
and a Director of Millars’ Timber & 


Ltd. 


Trading Co 

[he late Lord Davies of Llandinam, 
who had been a Director of the Great 
Western Railway Company since 1922, 
and was formerly Chairman of the Cam- 
brian Railways Company and Deputy- 
Chairman of the Barry Railway Company, 


left £506,445. 
CANADIAN NATIONAL RAILWAYS 
Mr. E. J. Feasey, who has been a Special 


Engineer in the Mechanical Department of 
the Canadian National Railways, working 
on the operation of diesel power since 1926, 
has been appointed Chief Inspector of 
Diesel Equipment. The appointment is 
announced also of Mr. D. R. I. Hourston, 
hitherto General Foreman of Motive Power 
Shops, as Mechanical Inspector (Loco- 
motive) 


We regret to record the death on 
December 9, at the age of 59, of Mr. 
Andrew Walker, Assistant to Chief 
Stores Superintendent (Contract Orders), 


L.N.E.R. He joined the Traffic Depart- 
ment of the former N.E.R. in 1900, and 
in 1904 transferred to the Stores Depart 
ment. In 1934 he was ippointed Stores 
Representative, Scottish Area, with office 
at Cowlairs, and in 1937 to the position 
which he occupied at the time of his 
death 

At a meeting of the National Council 
for the Omnibus Industry held on Novem 
ber 23, Mr. J. S. Wills, an Executive 
Director of the British Electric Traction 
Co. Ltd., was elected Chairman of the 
Council for the ensuing year, in the place 
of Mr. F. Coyle, National Officer, Passen 
ger Services Group, Transport & General 
Workers’ Union, whose term of office had 
expired. Mr. T. Williamson, J.P., 
National Union of General & Municipal 
Workers, was elected Vice-Chairman of 
the Council. 


The Minister of Labour & National 
Service has appointed assessors to advise 
the Catering Wages Commission in con- 
nection with inquiries which it is making 
into the development of tourist traffic in 
Great Britain. The assessors will act in 
their individual capacities, and not as 
representatives of particular bodies or 
organisations. The following is the list of 
assessors and the particular subjects on 
which they will be available to advise the 
commission: Messrs. J. Maxwell (travel 
agencies); A. Thomson (air transport) ; 
¢. L. Taylor (road transport) ; B. H. 
Russell (shipping) ; W. E. Wimble (travel 
agencies); H. E. O. Wheeler (railways) ; 
and J. H. Watts (road transport). 


THE RAILWAY GAZETTE 


Sir Sam Fay, J.P., M.Inst.T., who was 
the last General Manager of the Great 
Central Railway, attains his 88th birthday 
on December 30. Sir Sam Fay joined the 
former London & South Western Railway 
in 1872. He reached the position of Assis- 
tant Storekeeper in 1891, but in the next 
year went to the Midland & South West- 
ern Junction Railway as General Man- 
ager. He succeeded in putting the latter 
system, the fortunes of which had been 
at a low ebb, into good order before 
returning to the L.S.W.R., in 1899, as 
Superintendent of the Line. During the 
South African War he was mainly respon- 
sible for the smooth working of the large 
troop-train traffic over the L.S.W.R. In 
1902 he was appointed General Manager 
of the Great Central Railway, and he 
held that position until the amalgamation 
on January 1, 1923. He received his 
knighthood at the opening of Immingham 
Dock in 1912. For the latter part of the 
war of 1914-18 Sir Sam Fay was Director- 
General of Movements & Railways, with a 
seat on the Army Council; in May, 1919, 
he was personally thanked by the King 
for his services in that capacity. In 1924 
Sir Sam Fay went to New South Wales, 
with Sir Vincent Raven, to inquire into 
and report on the working of the Govern- 
ment railways and tramways of that 
State; and in 1925 he and Sir Vincent 
Raven proceeded to New Zealand on a 
similar mission. Sir Sam Fay was Presi- 
dent of the Institute of Transport for 
1922-23. From 1923 to 1933 he was a 
Director, and held the office of Chairman, 
of Beyer, Peacock & Co. Ltd.; and he is, 
and has been for many years, a Director 
of the Buenos Ayres Great Southern Rail- 





Sir Sam Fay 
General Manager, Great Central Railway, 
1902-22, 
who will be 88 on December 30 
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way Co. Ltd. and of the Buenos Ayr 
Western Railway Limited. Sir Sam Fa 
has travelled extensively; in addition t 
Australia and New Zealand, he has visite 
Canada, the U.S.A., and South America 
(See editorial note, page 633). 


We regret to record the death o 
December 7, at the age of 69, of Alder 
man J. H. Swallow, O.B.E., J.P., wh 
was Deputy Chief Docks Manager, Gre: 


Western Railway, from 1929 until h 
retirement in 1938. 
G.W.R. APPOINTMENT 


The Great Western Railway announc: 
that Mr. G. A. Carvosso, Junior Assistant 
Paddington, has been appointed Assistan 
to Chief of Police, Paddington. 


We regret to record the death o 
December 10, in his 68th year, of Mr 
J. H. Farthing, a Director of the Genera 
Electric Co. Ltd. 


SouTH AFRICAN Rattways & HARBOURS 


Mr. D. J. J. du Plessis, Superintenden 
(Staff), General Manager’s Office, Johan 
nesburg, has been appointed System 
Manager, Bloemfontein. 

Mr. R. MacMillan, Superintendent 
(Special Duties), Durban, has been ap 


pointed Superintendent (Operating), Cape 
Town. 


INDIAN RAILWAY STAFF CHANGES 


Mr. R. A. Dickenson has been con 
firmed as Deputy Mechanical Engineer, 
M.S.M.R. 

Mr. J. W. Ogle has been appointed to 
officiate as Chief Commercial Manager, 
N.W.R. 

Mr. D. M. Hambly has been appointed 
to officiate as Deputy General Manager, 
N.W.R. 


Among visitors from the U.S.S.R. who 
recently have arrived in England ar 
Professor T. S. Khachaturov and Colonel 
V. V. Zvonkov, both well known jn con 
nection with transport and engineering 
Professor Khachaturov is a _ General 
Director of Railways, and holds chairs at 
the Moscow Institute of Transport Engi 
neers and the Moscow Electro-Mechanical 
Institute of Transport Engineers. Colonel 


Zvonkov is an expert on inland water 
transport, and is a Professor at the 
Leningrad Institute of Water Transport 
Engineers, as well as at the Military 


Academy of Transport. Both are Corre 
sponding Members of the Academy of 
Sciences of the U.S.S.R. j 


TO TURKISH STATE RaILways 

COMMISSION 

The Railway Engineering Supply Indus 
tries Joint Committee entertained the 
members of the commission from the 
Turkish State Railways at luncheon at 
the Dorchester Hotel on December 19 
The members of the Joint Committee pre 
sent were Mr. F. S. Whalley, M.C., Mr. 
H. Wilmot, Mr. A. J. Boyd, Mr. H. J. S. 
Moyses, O.B.E., Mr. N. H. Morris, 
Captain B. H. Peter, C.B.E., Mr. T. L. 
Taylor, Mr. William Walker and Mr. 
J. W. Vaughan, O.B.E. Their guests 
were Mr. Tarik Kisinbay (General Man- 
ager of the Supply Department of the 
Turkish State Railways, and Head of 
the Delegation), Mr. Nedret Esmen (Tech 
nical Manager of the Traction Depart- 
ment), Mr. Necmi Verisoglu (Contract 
Manager of the Supply Department), Mr 
Neylan Unsac (Assistant Manager of the 
Maintenance Department), and Mr. Faruk 
Kardam (International Traffic Manager). 
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TRANSPORT. SERVICES AND THE WAR—274 


' 
London Transport Country Buses 
\s a result of the Government decision 

to allow additional bus mileage to be 

worked, the London Passenger Transport 

Board augmented some of its Country Bus 

services from Wednesday, December 13. 

[he principal routes affected are in the 

Watford, Hertford, Epping, and Guildford 

areas. 


L.M.S.R. Special War Trains 
Since the war began, 23 million officers 
ind men have travelled in 78,361 special 


L.M.S.R. troop trains. In the same period 
the L.M.S.R. has also run 50,314 special 
trains comprising 1? million wagons of 


ammunition and stores; 23,351 special 
petrol trains of 641,383 tank wagons; and 
1,972 special trains conveying Forces Mail. 
he grand total of special O.H.M.S. trains 
run by the L.M.S.R. from September, 1939, 
to November, 1944, is 153,998. 


Return of Kent Evacuees 
The Government has now decided to offer 
facilities to evacuees to return to their 
homes in the following coastal areas: the 


boroughs of Deal, Dover, Folkestone, 
Margate, Ramsgate, and Sandwich; and 
the Urban District of Broadstairs & St. 
Peters These are all areas from which 


the non-essential population was asked to 
leave because of the threat of invasion. 
Free travel, in organised parties if the 
numbers warrant them, will be arranged. 


L.M.S.R. Timetable’ Alterations 

Several important L.M.S.R. timetable 
changes are announced to take effect from 
January 1. The 8.20 a.m. from Carlisle 
to Euston is to cease calling at Stafford 
Nuneaton, and Watford, and to reach 
Euston at 4.22 instead of 4.40 p.m. To 
provide for these stops, the 11.40 a.m. from 
Manchester to Euston, at present running 
ia Stoke, is to start at 11.55 a.m. and to be 
diverted via Crewe, calling at Crewe, 
Stafford, Nuneaton, Blisworth, and Bletch- 
ley, and reaching Euston at 4.43 instead 
of 4.18 p.m. The 11.45 a.m. from Liverpool 
to Rugby is to run instead to Wolver 
hampton and Birmingham, reached at 
2.50 p.m., and a new connecting stopping 
train from Stafford at 2 p.m. will take up 
the former working of the Liverpool train 


to Rugby. The joint 11.15 a.m. from 
Windermere to Euston and 12.15 p.m. 
from Blackpool (North) are to run inde- 
pendently from Crewe every day except 
Saturday at 2.40 p.m., non-stop to Watford, 
and reaching Euston at 5.55 p.m on 
Saturdays the train will run 25 min. earlier 


throughout. The 2 p.m. from Liverpool to 
Euston will run non-stop from Mossley 
Hill to Rugby, omitting the Stafford stop, 
which will be made instead by the 3.19 p.m 


(altered to 3.13 p.m.) from Crewe to 
Euston The 10 a.m. from Blackpool 
(Central) and the 1.20 p.m. from Birming- 


ham to Euston will omit their Watford 
stops and reach Euston at 3.52 instead of 
3.59 p.m.; the 12.5 a.m. from Manchester 
to Euston ceases to call at Rugby and the 
10 p.m. from Stranraer Harbour to Euston 
will not call at either Nuneaton or Rugby. 
The 7.55 p.m. from Wolverhampton (8.40 
a.m. from Birmingham) to Euston is to 
call at Rugby in addition to Coventry and 
Northampton, and reach London at 11.21 
instead of 11.16 a.m. The 12.10 p.m. from 
Bangor to Euston, hitherto Mondays, Fri- 
days, and Saturdays only, is to run daily, due 
Euston 6.42 p.m. The3.6 p.m. from Euston 
is to work each weekday on its previous 
Saturday schedule, dividing at Bletchley 
into a fast portion for Rugby, and a slow 
portion for Birmingham via Northampton. 


Additional trains are to run at 9.23 a.m. 
from Derby to Worcester, 11.45 a.m. and 
4.55 p.m. from Worcester to Birmingham, 
5.30 p.m. from Barking and 5.44 p.m. from 
Fenchurch Street to Thorpe Bay, and 5.17 
p-m. St. Pancras to St. Albans and Har- 
penden only, the three last-named except 
on Saturdays. The 9.8 a.m. relief express 
from Bedford to Luton, St. Albans, and 
St. Pancras is to run daily, instead of on 
Mondays only 


Pitprop Transport Subsidy 

The Timber Control of the Ministry of 
Supply has announced that the transport 
subsidy on pitprops less than 4} in. top 
diameter sent by rail from Scotland to 
England will be withdrawn orf January 1. 
The transport subsidy will, however, be 
available on pitprops and sawn props less 
than 43 in. top diameter despatched from 
South Scotland to collieries in Scotland 
after January 1. 


Questionnaire for Bus Travellers 

Results are now available of the question- 
naire handed to passengers on special early 
mornng trains and buses in Leicester on 
Sunday, December 10, to which we made 
reference at page 606 of our December 15 
issue. For the special services on that day, 
23 trams and buses were used, and some 
1,444 passengers were carried. Every pas- 
senger was handed a slip prepared by the 
Leicester Corporation Transport Depart- 
ment.which said :—‘‘ In view of the depart- 
ment’s proposal to abolish the early Sunday 
morning service, would you please be good 
enough to supply the following information 
to enable the department to ascertain the 
needs of essential war workers?” Of the 
1,094 passengers who responded, only 136 
were engaged on “ essential work’’; 199 
were on such “ important work ”’ as railway 
services, milk distribution and Civil Defence; 
59 were workers in hospitals, cinemas, and 
clubs ; 85 stated they were visiting relatives 
and friends; 37 were visiting hospitals ; 
and 57 were soldiers. The result of the 
inquiry has been sent to the North Midland 
Transport Commissioner. The Leicester 
Corporation Transport Department wishes 
to abolish the special Sunday morning 
services and to use the vehicles and crews 
to augment the regular Sunday services 
between 1 p.m. and 10 p.m. The Transport 
& General Workers’ Union wishes the morn- 
ing services to be continued. 


U.S.A. Corps of Engineers 

By the end of September, United States 
\rmy Engineers had rehabilitated some 
1,500 miles of railway in Western Europe 
and erected almost a hundred railway 
bridges since D-Day. Working sometimes 
within artillery range of the enemy, general 
service regiments set spans across the Seine, 


Vire, Oise, and other Continental rivers. 
One of the bridges, across the Eure, is 
300 ft., long. Another, over the River 


Mayenne, was knocked out by American 
bombers, rebuilt by the Germans, smashed 
again by the R.A.F., and finally, after its 
capture, replaced by the U.S.A. Corps of 
Engineers. 

Ten regiments, consisting of 13,000 men, 
are employed in repairing the railways. In 
addition to laying tracks to patch the battle 
wrecked lines, they have built two major 
marshalling yards on land formerly culti- 
vated by French f ; 


farmers; one has 33 
tracks totalling 15 miles. In most areas 
the retreating Germans were too hard- 


pushed to demolish, mine, or booby-trap 
the railway, but in one instance the Engi- 
neers had to clean out a tunnel in which 
an ammunition train had been blown up. 
Most of the bridges are British, of the 
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prefabricated unit construction bridge, 
40-ft. sectional bridge, and _ rolled-steel 
joist types. The piers are light steel 
trestlework with camelfeet bases. In addi- 
tion, the Americans have used a large 


quantity of German I-beams, and expect 
to use whole prefabricated railway bridges 
captured from the Germans. 


Paris-Madrid Train Service 

It was not found possible to reopen the 
Paris-Madrid rail connection on Decem- 
ber 15, as had been announced (see our 
issues of December 8, page 581, and 
December 15, page 606). The route now 
decided upon is via Tours or Vieryon, 
Bordeaux, and Hendaye. Flood damage in 
the Bordeaux area is said to be the reason. 


Anglo-French Services Proposed 

\ Paris message says that, on Decem- 
ber 14, the French railway authorities 
stated that the resumption of train and 


steamer services between England and 
France was under consideration. The 
routes proposed are Paris-Rouen-Havre- 


Southampton-London, and Paris-Dieppe- 
Newhaven-London. The rail link between 
Rouen and Havre is not yet known to be 
restored. There are hopes in France that 
one, at any rate, of these routes may be 
reopened in January. 


The U.S.A. Military Railway Service 

In a recent radio broadcast Brigadier- 
General Andrew F. McIntyre, Chief of the 
Rail Division of the U.S. Army: Trans- 
portation Corps, said that by the end of 
this year the Military Railway Service would 
have about 4,000 American locomotives, 
and 60,000* goods vehicles operating out- 
side the United States. The Army Trans- 
portation Corps now had a_ personnel 
strength of more than 350,000. 

The policy of the Military Railway 
Service was exemplified by the procedure 
in France, where French railwaymen were 
used so far as possible. This stage was 
followed by joint French-American control, 
and ultimately the return of the railways 
to the French. 


The United States Army formed the 
Transportation Corps in July, 1942. It is in 
four principal divisions, namely, Move- 
ments, Marine Operations, Motor Trans- 


port, and Military Railways. 

In the invasion of Normandy, the Move- 
ments Division was responsible for the 
transport of every soldier and every ounce 
of equipment. 

The Marine Operations Division moves 
war supplies through captured ports and 
across beaches, employing the various 
harbour units which make up the water 
section of the Corps. 

The Motor. Transport Division 
troops and supplies when rails 
handle the load. 

In Europe the Second Military Railway 
Service hauls the bulk of supply. The 
standard procedure for operating the Army 
railwavs on the Continent is through a 
headquarters which corresponds to the 
office of the General Manager of a peace- 
time railway. Undtr the headquarters are 
Grand Divisions each of which is analogous 
to the office of a division superintendent and 
operates 50 to 100 miles of line. Such 
headquarters are staffed with transporta- 
tion, mechanical, engineer, and stores sec- 
tions. 

To a grand division belongs an operating 
battalion consisting of a maintenance-of- 
way company, an equipment company to 
handle light repairs, and a transportation 
company of 50 train crews of five men each. 
Also, there is a railway shop battalion for 
heavy maintenance consisting of an erection 
and machine shop company, a boiler and 


moves 
cannot 
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smithing and a ca! 
pany 
ac h 


by an 


ompany repair com- 
battalion originally was sponsored 
American railway from which it 
drew its key personnel. Some of the parent 
units are Santa Fe; Pennsylvania ; 
Southern; Baltimore & Ohio; Reading ; 
Chicago & Northwestern; Union Pacifi 

Louisville & Nashville New York, New 
Haven & Hartford; Norfolk & Western ; 
Chicago, Milwaukee, St. Paul & Pacific 


Delaware, Lackawanna & Western New 
York Central; Chesapeake & Ohio ; and 
Illinois Central 

The Chief of Transportation for the 


United States Army in the European Theatre 
of Operations is Major General Frank S. 


Ross His assistant and Chief of the 
Second Military Railway Service 1s 
Brigadier-General Clarence L. Burpee 
Serbian Railway Restoration 
On December 8 the free Jugoslav radio 
stated that the Belgrade-Nish section of 
the main Simplon-Orient express route 
had been restored with the assistance of 
Soviet Army sappers It was added that 
communications with Sofia had also been 
restored, and that those with the U.S.S.R 
were being repaired rapidly \ltogether, 
more than 600 miles of railway track had 
been brought back into working order, and 


tically all the main lines in Serbia were 


open to train 


pra 
now 


Transport Supplies from Sweden 


The first of 50 locomotives to be built 
by a Swedish firm for the Netherlands 
Government was handed over on Decem 


ber 18 
Sweden's 


(Gsermany 
between 80 


export of wood to 


\ 


nis year 1s expected to be 

ind 90 thousand standards, little more 
than half of the imount exported to 
Germany in 1943 


Machinery for Liberated Countries 

Despite the heavy call upon the British 
railways during wartime, and the serious 
limitations resulting from shortage of man 
and material, facilities are now being 
the transport of urgent agri 
cultural machinery to the liberated countries 


of Europe The L.N.E.R already 


powect! 
provided for 


has 


begun dealing with a large consignment 
consisting of 5,000 agricultural machines 

horse rakes, disc harrows, manure dis 
tributors, and swath turners—from Stam 
ford, for despatch to a west-coast port 
Chere, the machinery will be stored by the 
Ministry of Supply pending shipment 
\pproximately 1,600 wagons will be re 
quired for this consignment alone rhe 


manufacturers of the machinery are Black 
tone & Co. Ltd. and Martin’s 
Company, both of Stamford 


Supplies to Russia Through Persia 


[The total tonnage of stores sent to 
Russia through the Persian Gulf Anglo 
American supply lines has now exceeded 
four million tons, according to an official 


announcement of G.H.O 
mand 
the 


Persia-Iraq ( 
first 
Russians in repelking the 


ym 
essential to 
German 1n 


These stores, at 


vader, now serve the double purpose of 
directly helping the Red Army and of 
rebuilding devastated areas Neither 


British nor Americans alone were respon 
sible for building-up the lines of communica 
tion which have made possible the transport 
of this tonnage. They have worked together, 
and with them have worked the peoples of 
Iraq and Persia 


In the early days of 1942, when an in- 
vasion of Iraq and Persia through the 
Caucasus was _ probable, sritish Forces 


began to develop the available communica- 


tions forward from the Persian Gulf to get 
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stores forward. Simultaneously, the Rus- 


sians* began their development of the 
resources in the north of Persia and round 
the Caspian Sea to make the chain com- 
plete Soon it became obvious that the 
task was becoming too extensive for the 
limited numbers of British troops in the 
area, and that reinforcements on a large 
scale would be required if the tonnages 
were to be stepped up to the level necessary 
to give adequate help to the Russians. It 
was decided that the United States would 
send a force of experts to take over and 
continue the development of the ports, 
railways, and roads of Persia Advanced 
parties ‘of the U.S. Persian Gulf Command 
began to arrive, and were followed quickly 
by shiploads of railway operators, lorry 
drivers, and engineers. 

Inter-Allied planning meetings were held 
immediately, and each Ally was allotted 
his part of the undertaking. The United 
States took over the task of increasing 
the capacity of the ports, railways, and 
some of the roads in Persia. The British 
Forces became responsible for the smaller 
route through Iraq, the security of the 
whole of both routes, the rest of the roads, 
ports, lighterage, and handling all petrol 
except on the railways. The Russians took 
over operations almost entirely in the 
northern part of Persia Persians and 
Iraqis helped with motor vehicle drivers, 


unskilled labour, and many railway em- 
ployees 
Hitler’s Tunnel Clinic 
Since the initial German attack on 


Poland, as is well known, Hitler has made 
extensive use of a special train as a mobile 
headquarters, and regularly arranged 
for it to be parked at night in a tunnel, as 
a precaution against air raids It was 
therefore with interest that we read (in 
the Daily Expre of December 4 
account by William Hickey of what 
ported to be “ hard facts ’’ concerning 


has 


an 
pur 
the 


disappearance of Hitler and the state ol 
his health It was stated that these did 
not come from some German business man 


on his travels, nor from a neutral diplomat, 


nor, indeed, from any of those usually 
reliable sources of rumour and romance 
They were said to come from ‘‘ a man who 
knows,’ and whose identity must, for good 
reasons, be held secret Che following Is 
the story 

It was not until two weeks after the 
attempt on Hitler's life that the expected 


summons was sent to the Swiss specialist 
the Fiihrer before. The 
summons was taken personally by a member 
of Hitler’s entourage to Montreux, and the 
doctor left at once with the courier for a 
destination which the courier refused to 
Che first stage of the journey 
by a German-Swiss air service plane to 
Munich. The a specialist in 
nervous disorders out of stomach 


who has attended 


dis« lose Was 


Swiss doctor 


arising 


troubles—was taken from Munich in a 
Luftwaffe transport flying eastward, then 
from a military airstrip by staff car to a 


train 
The train lay in a siding in a forest and 
was in three parts. The first part—which 


was armoured—left at once. The middle 
section followed after a short interval, 
and the third part formed a rearguard 
Hitler and his large staff occupied the 
middle section, and the Swiss doctor was 


taken to see him without delay by German 
army doctors. The train steamed slowly 
for 40 minutes or an hour, and then stopped 
in a tunnel. Here the unfortunate Swiss 
doctor lived for 3-4 days, surrounded by 
Hitler's fully-armed personal bodyguard 
These guards were changed as the train 
left the tunnel, when the doctor left. 

It was, it seems, a comfortably-fitted 
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train. Hitler occupied a hospital car, an 
apart from his medical attendants, remain 

alone There were sleeping cars, and 

restaurant car coupled on the end. © 
his safe return to Montreux the doct 
reported that Hitler was “‘ in a poor stat 
of health.’” The etiquette of his professic 
did not permit him to say more. Anywa 
he was not a bit surprised to receive anoth 
summons by 


urgent courier in mi 
November. 

This time the doctor said no, nothi 
would induce him to return to the stra 


of that armed train and his life in a tunr 
at the point of a tommygun. So they to 
him he was to be taken to Berchtesgad« 


instead He consulted the chief of t! 
world-famous sanatorium which emplo 
his services Evidently his chief back 


up his refusal. The Swiss doctor declin 
the invitation to see Hitler again, and tl 
envoy had to leave without him An 
who is this Swiss doctor who 
whenever something untoward happens t 
Hitler ? He is at pains that his identit 
shall not be disclosed, as he thinks that hi 
connection with Hitler will do neither hit 
nor his sanatorium any good. 


bobs u 


More Mexican Labour on U.S. 


Railways 
On September 19, a 14-car train let 
Laredo, on the United States-Mexi 
frontier, carrying 500 more Mexicai 


labourers to various points on the Baltimor: 
& Ohio Railroad, which is now employing 
1,350 Mexicans Fewer than 100 of thes: 
labourers returned home to Mexico on th: 
expiry of their contracts with the B. & O 
The employment of Mexicans on U.S.A 
railways is in accordance with an agreement 
entered into between the War Manpower 
Commission of the United States and th 
Mexican Government. 


A Strike Averted in U.S.A. 

On September 19 last an emergency 
board was appointed by President Roose 
velt to enquire into certain wage demands 
made by the Brotherhood of Locomotive 
Firemen & Enginemen and the Brotherhood 
of Railroad Trainmen on the Chicago, North 
Shore & Milwaukee and _ the 
Aurora & Elgin Railroads, two well-known 
high-speed electric interurban lines. Failing 
the granting of these demands, a strike had 
been threatened. On October 9 the 
recommended that an increase 
hour be granted, on a straight-time basis, 
retrospective to February 4, 1944, in 
the Elgin employees, and to 
\pril 6 in that of the North Shore men 
the dates on the claims were first 


made 


Chicago 


board 


of 5 cents an 


to Db 


the case of 


which 


A Pullman Shell-Production Record 

\ remarkable war record has 
achieved by the Pullman-Standard Car 
Manufacturing Company in its plant at 
Butler, Philadelphia. On October 7 last, 
the company the forging of its 
five-millionth heavy artillery shell of 105 
mm. calibre. Moreover, by an improved 
shell-making process pioneered by Pullman 
in the manufacture of these shells there has 
been a saving of 45,000 tons of steel 
worth $2,472,000, in comparison with the 
forging methods employed previously. Such 
an amount of steel would be sufficient to 
make 2,400,000 additional 105 mm. shells, 
or, alternatively, 1,700 medium tanks, or 
2400 lightweight all-steel wagons, 
or 40 complete streamline passenger trains, 
locomotives included It was not until 
early in 1940 that Pullman-Standard began 
to make preparations lor the manufacture 
of heavy artillery shells, and the first shell 
was produced on November 7, 1940, so 
that 5,000,000 shells have been completed 
in one month under four years. 
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Lines of Communication and the Western Front 


During the weeks since the Allied West- 


ern Offensive reached the borders of the 


Reich, the war has become one of attri 
tion, and the hopes of a break-through, 
r an outflanking move such as the 
Arnhem effort might have secured, with 


the concomitant of an early finish to the 


fighting in Europe, have become more 
remote. In the circumstances, the import 
ince of lines of communication serving a 
more-or-less static front,* and particularly 
f the railway system, has justified 
pecial concentrated attention from the 
Allied Air Forces. Day by day the official 
ommunications record heavy air attacks 
n railway centres, marshalling yards, and 
o forth, and for the present it appears 
to be of greater consequence to prevent 
munitions and supplies being brought for 
vard and accumulated or used than it is 
to attempt to destroy them at source 
rhe importance of these attacks is con 
siderable, but they must be regarded in 
true perspective as part of the general 
plan, and their result not overestimated 


vecause of their apparent effect on 


public traffic \s our own experi 
ence has shown railway lines can 
be repaired fairly readily and quickly, 
ind it would appear that most of the 


7erman railways have been kept working 
well As recently as December 14, the 
British military authorities on the West 
ern Front admitted that German railway 
maintenance was still first class, and that 
1 cut line was repaired in about 12 hours 

There are fewer passenger trains, but 
these seem to run to schedule, excepting 
immediately after a large-scale air raid in 
the locality It was stated by an Air 
Force officer at the 2Ist Army Group 
H.Q. on December 14 that, by the end of 
September, passenger traffic on the 
German railways had been cut to 20 per 
cent. of the normal pre-war level No 
indication was given as to whether this 
vas intended to indicate civilian passen 
gers conveyed or passenger-train mileage, 
and whether it meant the whole of Ger 
many or only the West. In any event, it 
is misleading. 

A story emanating from Brussels 
notorious throughout this war as a source 
ff inaccurately-informed wishful think 
ing ’’) tells of a train journey from north 
ern Germany to Karlsruhe on October 16 
vhich involved 16 changes because of ai 


raid damage, and included a_ 200-mile 
journey from Kassel to Karlsruhe taking 
16 hours in an unheated train. rhe 


stations at Osnabriick, Marburg, Giessen 
Frankfort, Mannheim, and Karlsruhe were 
said to be so damaged that traffic by 
passed them. At Kassel Station, the 
sirens sounded while this journey was in 
progress; the passengers went to deep 
shelter, and emerged to find the station 
heavily damaged. To the railwayman, the 
continuance of traffic tells of successful 
emergency repair, and gives no support to 
such headings as ‘‘ German railmen are 


near cracking point,’ ‘* Raid — strain 
spreads spirit of revolt,’’ and ‘‘ Railway 
men in Germany at breaking  point,’’ 


under which the story was published in 
some London and provincial newspapers. 

Two of our correspondents, who are 
serving with the Allied Armed Forces 
inside Germany, have forwarded us work 
ing timetables and traffic details which 
they secured in the railway offices at 
Aachen showing clearly that essential pas 
senger and goods services were being 


_* This was written on December 16, before the 
German local counter-offensives were launched. As 
we close for press, the resultant ** fluidity’ remains 
localised 


maintained throughout the Rhineland and 
the Ruhr even when the Allies had crossed 
the Reich border. 

Goods traffic continues to be heavy, and 
its varied character does not suggest that 
the Reichsbahn officials are over-per 
plexed with conflicting priority claims 
Certain non-essential traffic, such as the 
transport of German Christmas trees, has 
been banned. [There appears to be no 
icute shortage of locomotives and rolling 
stock. probably by reason of the shorten 
ing of the German lines of communication 
as the Allied ring closes in. This is pro 
gressively adverse to the Allies, as_ it 
makes it increasingly easy for the Ge1 
mans to bring up the great stocks of 


g 
weapons and ammunitior they unques 


647 


tionably possess, and with which our 
Forces will be confronted when mobile 
warfare is resumed, unless our air attacks 
impede the transport. A statement made 
by the same Air Force officer at the 21st 
Army Group H.Q. mentioned above, said 
on December 14 that the number of ser 
viceable locomotives was down to 42 per 
cent. of the 1939 total. Here, again, the 
area to which the statement referred was 
not specified; it is highly improbable for 
the whole of the Reich. Once the war 
becomes mobile again, as it will as soon 
is the weather and the Allied supply posi 
tion permit, interruptions of German rail 
way traffic, even for a few hours, will 
have extensive repercussions, but we have 
yet seen no signs that the German railway 
system is breaking down, although it and 
its personnel are doubtless sorely strained. 


Post-War Co-ordination 
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SUBMITTED TO THE 


FROM THE RAILWAYS’ AIR PLAN 


GOVERNMENT ... 


e Air is a primary means of transport.... 
e All forms of transport to be interavailable 


to the public. 


A fair field and no favours to anybody. 


The Railways’ record: 
Ten years of safe regular air services over land 


and water. 


Unequalled experience in all forms of transportation. 


SEND YOUR IDEAS ON THE RAIL-AIR PLAN TO:- 
THE AIR ADVISER, I6.UPPER GROSVENOR STREET, LONDON. W.I. 


GWR LMS | 


) LNER- SR 


i. / 





The poster version of the air.transport plan submitted to the Government by the British 


railways. 


This has been issued by the Rail & Air Committee. 


The new symbol will 


be noticed bearing the words ‘* Rail—Air—Sea—Road” (See editorial article, 
page 635) 
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Questions in Parliament 


Railway Canteen Facilities 


Mr. R. H. Turton (Thirsk & Malton—C.) 
on December 12 asked the Secretary of 
State for War whether he would give 


instructions that members of the Women’s 
Land Army should continue to be served 
at service canteens in or connected with 
railway stations, wherd this had been done 
in the past, and that similar facilities would 
be provided for W.L.A. members at other 
station canteens, where, in the opinion of 
the managing organisation, congestion 
would not thereby be created. 

Sir James Grigg (Secretary of State for 
War): This question has been examined 
verv carefully. These canteens are intended 
for service men and women If members 
of the Land Army were admitted, members 
of a number of other bodies, such as the 
N.F.S.. when working with the army, 
could not in fairness be excluded. I regret, 
therefore, that as long as these facilities, 
which include equipment and materials in 
short supply, are limited. members of the 
Land Army cannot be admitted to them 
If they have been admitted anywhere in 


the past this was, no doubt, done in 
ignorance of instructions 
Mr. Turton Does the Minister appre- 


ciate that the withdrawal of the privilege 
at this late stage of the war from girls who 
have done great work in the war eftort 
will cause great offence ¢ 

Sir J. Grigg: When the canteens were 
started, extra supplies of food were obtained 
for Service men and women, and I regard 
mvself under an obligation to the Ministry 
of Food that the canteens shall be used for 
the purpose for which the food was granted. 


London-Southend Train Services 

Mr. H. Channon (Southend-on-Sea—C.) 
»n December 13 asked the Parliamentary 
Secretary, Ministry of War Transport, 
whether he was aware of the-serious all- 
round deterioration of the train services 
between Southend and London, especially 
in respect of late running ; and whether he 
would take steps to introduce, as soon as 
possible, substantial improvement. 

Mr. P. J. Noel-Baker (Parliamentary 
Secretary, Ministry of War Transport) I 
am aware of the difficulties which the rail- 
way company has experienced in main- 
taining punctual services on the line to 
Southend, and I will communicate further 
with Mr. Channon about them. In the 
meantime, the train working is under 
special observation, and every effort is 
being made to effect an improvement. 

Mr. Channon Is the Parliamentary 
Secretary aware that thousands of people, 
many of them war workers, suffer daily 
discomfort and inconvenience; and that, 
since the so-called improvement in the train 
services for Southend started, I have had 
the early morning train watched, and that 
for 20 mornings out of 22 it was very 
late, and that it was always overcrowded ? 

Mr. Noel-Baker: Yes, sir, I know that 
passengers are suffering great hardships. 
I will endeavour to explain to Mr. Channon 
the difficulties, which we are doing our 
best to put right, but which it is extremely 
hard for us to overcome. 


Railway Workshops Peace Plans 

Mr. Rhys Davies (Westhoughton—Lab.) 
on December 13 asked the Parliamentary 
Secretary, Ministry of War Transport, 
whether he had taken steps, whilst the 
railways were under Government control, 
to secure that the smaller railway work- 
shops should not be denuded of work in 
peacetime in favour of the larger, thereby 
avoiding the possibility of degrading some 
small townships into derelict areas. 

Mr. P. J. Noel-Baker m a written answer 
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stated: As I was glad to be able to assure 
Mr. Rhys Davies a year ago, the considera- 
tions to which he draws attention will not 
be overlooked in the preparation of plans 
for after the war. 


Repairs to Railway Wagons 

Sir Charles Edwards (Bedwellty—Lab.) 
on December 13 asked the Minister of Fuel 
and Power, if his attention had been called 
to the bad state of railway trucks carrying 
coal and the urgent need of repairs to same ; 
if he was aware of the complaints of cus- 
tomers about short weight in their supplies, 
much of which was due to this cause ; and 
what steps he intended to take to rectify 
this matter. 

Major G. Lloyd George (Minister of Fuel 
& Power) in a written answer stated: Yes, 
sir, both the Minister of War Transport and 
I are aware that due to the shortage of man- 
power and the more intensive use of wagons 
it has not been possible to maintain the 
normal rate of repair of railway wagons 
Special attention, however, is being given to 
this problem and to a scheme for patch 
repairs to be carried out at the collieries. 
[ am aware also of a number of complaints 
about short weight which may be due to this 
cause. The steps which are being taken to 
improve the standard of wagon repairs will 
at the same time reduce these losses. 


Jodhpur Railway 

Mr. W. Dobbie (Rotherham—Lab.) on 
December 14 asked the Secretary of State 
for India if he was aware of the dissatisfac- 
tion existing among the employees of the 
Jodhpur Railway in India, because, under 
Government instructions, the executive 
committee of the men’s trade union was 
suspended and a committee nominated by 
the Government put in control, and the 
whole of the funds and effects of the union 
taken over by this control; and would he 
hold an enquiry in order to restore trade 
union rights to the employees of the 
Jodhpur Railway. 

Mr. L. S. Amery (Secretary of State for 
India) : The Jodhpur Railway is owned and 
operated by the Government of His High- 
the Maharaja of Jodhpur and Mr. 
Dobbie would appear to be referring to some 
action affecting its employees which has 
been taken by the State authorities. The 
Government of India has no jurisdiction in 
the matter, and I am not in a position to 
take any action 

Mr. Dobbie: Will the Secretary of State 
consider some further information that | 
can give him on the subject ? 

Mr. Amery: Yes, but the matter is 
entirely in the hands of the State depart- 
ment. 


ness 


Price of British Steel 

Mr. A. Edwards (Middlesbrough East 
Lab.) on December 12 asked the Minister of 
Supply what arrangements had been made 
for British steel to be offered to British or 
foreign contractors at the same price as 
American steel. 

Mr. John Wilmot (Joint Parliamentary 
Secretary, Ministry of Supply) referred Mr 
Edwards to the reply given to a question on 
this subject by Mr. W. F. Higgs (Birming- 
ham West—C.) on December 6. 

Mr. Edwards: Will the Parliamentary 
Secretary ask the Minister to take this 
matter seriously ? In the midst of the war, 
America is competing with us and cutting 
the price by sheer dumping methods. What 
is the use of talking about post-war agree- 
ments if we cannot agree with each other 
during the war ? 

Mr. Wilmot: Steel prices are only one 
of the factors in the cost of finished manu- 
factured goods, and they, in their turn, 
depend on the cost of a number of other 
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materials. The matter is having continuo) 
attention. 


Steel Industry 

Mr. Ellis Smith (Stoke—Lab.) on Decem- 
ber 13 asked the Minister of Supply if 
was intended to bring about the maximur 
efficiency in the steel industry, the maxi 
mum output at the minimum of costs and 
in the price of steel ; and what steps w 
being taken to apply this policy. 

Sir Andrew Duncan (Minister of Supply 
Yes, sir; the Government is fully alive t 
the importance of the highest efficiency in 
steel production and the lowest possib 
costs and prices, and is giving active con 
sideration to the best methods by whi 
these objects may be achieved. : 

Mr. Smith: that mean that ar 
investigation is being made into the position 
of the steel industry with a view to prepa 
ing a plan to ensure the maximum efficien: 
after the war ? 

Sir A. Duncan: Yes, sir, we are conduct 
ing such an investigation. 

Mr. Craik Henderson (Leeds North East 
C.) : In arriving at minimum prices, is it not 
necessary to keep in view the price of coal 

Sir A. Duncan: The price of coal always 
must be kept in mind as affecting the pric 
of steel. 

Mr. Ellis Smith on December 13 also 
asked the Minister of Supply if he could 
state the average rate of profit made in 
the steel industry ; the average rate in the 
engineering industry; and the average 
rate of profit allowed under the Ministry's 
costed contracts. 

Sir Andrew Duncan : In the latest period 
for which complete figures are available th: 
average return in the heavy steel industry 
was 9-6 per cent. on employed capital 
The corresponding figure for the whole of 
the industry, including alloys and highly 


Does 


finished products, was 11-1 per cent 
Comparable figures for the engineering 
industry as such are not available. The 


average return currently earned = on 
Ministry of Supply costed contracts is 
equivalent to 9-43 per cent. on employed 
capital. 

Mr. Ellis Smith on December 13 further 
asked the Minister of Supply if he could 
state the average cost during the war years 
of structural steel in Britain and Australia 
at British prices; and the average amount 
of coal necessary to produce a ton of steel 
in Britain and in the U.S.A. 

Sir Andrew Duncan: Comparative basis 
prices for structural steel delivered in 
Australia and Great Britain are: Australia 
13 Australian pounds a ton, which at the 


present rate of exchange would yield 
£10 8s. Od. sterling; Great Britain 
£14 3s. Od. a ton. The amount of coal 


required on the average to produce a ton 
of heavy steel in Great Britain, as com- 
pared with U.S.A., is in the ratio of 2 to 1} 
the difference being mainly due to the 
higher-grade ore available in the U.S.A. 

Mr. Smith: Does not this reply disclose a 
serious state of affairs, indicating that we 
are not using our coal to the best advantage 
in this country ? 

Sir A. Duncan: No, sir, on the contrary 
My reply relates entirely to the relativity of 
coal to ore 

Sir Granville Gibson (Pudsey and Otley 

C.): Does it not indicate that coal has 
reached altogether too high a price ? 

There was no reply. 

Paper Allocation to Exporters 

Sir Leonard Lyle (Bournemouth—C.) on 
December 12 asked the President of the 
Board of Trade whether he was satisfied 
that sufficient paper existed for our export 
trade for distribution in the foreign coun- 
tries where we hoped to build up markets ; 
and whether he would restrict, for that 
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purpose, the amount of paper now used for 


ephemeral publications. 

Captain C. Waterhouse (Parliamentary 
Secretary, Board of Trade) : The supply of 
paper is lamentably short, and nobody is 
getting as much as he needs. I am in close 
touch with the Minister of Production and 
the Minister of Supply, and when supplies 
improve, exporters as well as other users, 
will benefit. Meanwhile, I should not feel 
justified in suggesting that paper might be 
liverted properly from any particular class 
f publication. 


Parliamentary Notes 
L.M.S.R. Bills 


Mr. Crawford Green (Worcester—C.) 
moved the rejection of the L.M. & S.R. Bill 
which authorises the supply of water from 
the Shropshire Union Canal) when: it came 
up for third reading in the House of Com- 
mons on December 14. The motion was not 
seconded, and the Bill was read the third 
time, and passed with amendments. 

The London Midland & Scottish Railway 
Canals) Bill was considered on report, and 
on the motion of the Chairman of Ways & 
Means (Major Milner) Standing Orders 240 
and 262 were suspended, and the Bill was 
ordered to be read the third time forthwith. 

Mr. Crawford Green had put down an 
amendment for the rejection of the Bill, but 
he did not move it, and the Bill accordingly 
was read the third time, and passed with 
amendments. 

The Bill authorises the closing for naviga- 
tion of canals, and provides for the transfer 
of part of the Huddersfield canals to the 
company proprietors of the Calder & Hebble 
navigation 


Institute of Transport 
Annual Meeting 


The twenty-fifth annual general meet 
ing of the Institute of Transport was held 
on December 12 at the Institution of 
Electrical Engineers. Mr. Robert Kelso, 
President, was in the chair, and, in the 
course of moving the adoption of the 
annua] report and accounts, said that it 
had not been possible to hold a large 
number of meetings in London, but that 
there probably had been more than most 


of the London members conveniently 
could attend. It had been decided that, 
during the new session, no attempt 


should be made to operate any ambitious 
programme, 

There had been already over 1,000 en- 
rolments for the correspondence courses on 
transport for men in the Forces 

The activities of the local sections had 
been most gratifying, and they were 
grateful to Sir William Wood for his visits 
to most of them. It would be observed 
from the report that Sir William ex 
pressed to the council his gratification at 
the way in which all the sections were 
carrying on. There was a reference in the 
report to the promotion of a Teesside & 
District Centre as a sub-section of the 
Northern Section. That centre had now 
been formed and approved by the council. 

There had been a net increase in mem- 
bership during the year of 469; and there 
was a substantial number of applications 
pending. The membership was nearly 
6,000, and she looked forward with confi- 
dence to that figure steadily climbing to 
a really substantial one. : 

The Institute would be 


soon outgrow- 
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ing its present accommodation; and there 
was a possibility that, in any event, it 
might be faced with the necessity of ob- 


taining new offices in 1947. Members 
might rest assured that that important 
matter was receiving careful considera- 


tion both from short-term and long-term 
points of view. 

Mr. Kelso then made acknowledgment 
of the work of the chairmen of the stand- 
ing committees, and expressed apprecia- 
tion of that of the Honorary Librarian, 
Honorary Treasurer, and Honorary 
Solicitors. , 


In conclusion, after referring to the 
Silver Jubilee, he said that the signifi- 
cance of the Institute since 1919 was not 


to be measured merely by what was re 
corded in its minutes, for the Institute 
extended knowledge, quickened effort and 
broadened outlook in every branch of 
transport. It vital part of the 
transport industry. No schemes of organi- 
sation and administration, no advances in 
technical matters, would bring efficiency 
in the long run unless the minds of the 
men in industry were rightly equipped. 
In that sphere the Institute had done a 
lot and could, and would, do more. It 
offered wide possibilities to its members 
for work of intense interest and real ser- 
vice to the community. The personal and 


Was a 


friendly touch achieved by bringing to- 
gether students and men of wide and 
varying experience was of the greatest 


help to the men, to the industry, and to 
the country. 

The motion was seconded by Mr. C. J. 
Selway, Honorary Treasurer, and, after 
discussion, was carried unanimously. 





British Railway Stock- 
holders Union Limited 


The twelfth annual general meeting of 
the British Railway Stockholders Union 
Limited was held at Caxton Hall, West- 
minster, S.W.1, on December 19. 


Sir Charles Stuart-Williams, the Chair 
man, in the course of his address, said 
that under the Railways Act, 1921, a net 


revenue of #£51-7 million (or, if the 
L.P.T.B. be included, £56-1 million) was 
admissible. The Union maintained that 


the provision was, save 
changes introduced by the 


10T temporary 
Defence of the 


Realm Act and consequential laws and 
regulations, in force today.' The £51-7 
million allowed an average return on the 
railways’ capital of 4-7 per cent., com- 


pared with 5 per cent. accepted for the 
shipping industry, and the 6 per cent. 
“substituted standard ’’ which any in- 
dustrial undertaking permitted in 
wartime, before any claim for excess 
profits tax. The committee, since the 
publication of the second war agreement 
had protested against a settlement which 
allowed stockholders 3-7 per cent. and 
left many with no possibility of dividend. 
The Union’s protests had been rejected 


was 


partly on grounds that to admit profit 
from wartime traffic was tantamount to 
“making money out of the war.’’ That 


phrase was meaningless. Every concern 
and every man or woman doing useful 
war work was making money out of the 
war. What Parliament had in mind in 
excess profits legislation was to ensure 
that money was duly earned and amply 
justified. As to the other main ground 
of rejection, that of the agreement being 


a fait accompli, the answer of stock- 
holders was plain. That agreement had 


been negotiated in unusual circumstances 
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and could be said to fulfil the conditions 
necessary for any business bargain, 1.e., 
that the terms should be considered and 
discussed by the interested parties, all of 


which must be in possession of vital 
facts. The actual owners had _ had 
neither part nor lot in the negotiations 
and never had had any opportunity of 
discussion and vote on the issue. 

Sir Charles Stuart-Williams, on the 
subject of publiic ownership of utility 
services, asked where in industry could 


one find a larger element of public owner- 
ship than in British railways? An im- 
pressive study of the share registers of 
the four main lines made by The Financial 
News had revealed there to be more than 
a million shareholdings. The very great- 


ness of the number made it certain that 
most of those investors were men and 
women of small means. Surely if the 
words ‘‘ public ownership’’ had any 
meaning, British railways were ‘‘ publicly 
owned ”’ at present. 

The co-ordination of road, rail, canal, 
coastwise’ shipping and air transport 


obviously could not be left to free com- 
petition, and would call for some State 
intervention and authority. The crucial 
part of any such arrangement would be 
the financial provisions; it was essential 
that adequate recognition be given to the 
fact that railways and canals provided 
their own channels of traffic. No national 
system of transport could reach the goal 
of maximum efficiency and economy 
which ignored the total net cost of carry- 
ing the national traffic. That jmplied the 
full and constant use of available rail 
facilities to the utmost extent economic- 
ally justified. 

The properties on which stockholders 
had spent their moneys were doing in- 
valuable national service in wartime and 
promising to carry on a similar service 
into the era of peace. In the circum- 
stances, it was not too much to believe 
that Parliament would see that justice 
was done to them and their investments. 


Swedish Railways’ Unusual 


Load 


One of the most difficult loads to be 
moved by railway in Sweden was carried 
in connection with the delivery of two 


large generators from the ASEA Works 
in central Sweden to the new Midskogs- 


forsen power station in the northern part 
of the country—a distance of about 300 
miles. Some idea of the difficulties in- 
volved may be gained from the fact that 
six months of investigations and measure- 
ments had been required before the ques- 
tion of how the transport should be car- 
ried through was solved in theory, and 
the adaptation of wagons could be begun. 
The generators weigh 510 tons each, 
ind they had to be dismantled and loaded 
on six specially-designed wagons and 33 
standard vehicles. The transport of the 
four rotor rings presented a particularly 
difficult problem in view of their large 
diameters, 5-8 metres (19 ft.), and their 
weight of 35 tons each. It was decided -to 
convey them suspended in such a way 
that they could be moved in different 
directions to clear various obstacles. 


Except for some minor mishaps, the 
movement was carried through success- 
fully. The whole journey was over elec- 


trified lines. At many bridges, stations 
and other points, the spaces between the 
rotor rings (after these had been adjusted 
to the most suitable positions) and the 
various obstacles were very narrow. 
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Leopoldina Railway Co. Ltd. Annual Meeting 


the ordinary general meeting of- the 
Leopoldina Railway Co. Ltd. was held in 
London on December 12 Mr. ( H 


Pearson, Chairman of the 


presided 


company, 


[The Chairman in the course of his 
speech said that the figures submitted 
showed that with an increase in gross re 
ceipts of £311,000, there had been a rise 
in working expenses of £296,000; the net 
balance showed a_ slight appreciation 
£163,000 as against £148,000 in 1942 


First as to 
factor the 
came effective in 
vhich substantial 
iast two months of the 
dence of this increase was subsequently 
modified in that milk, meat, and cattle 
traffic were excluded from its scope. The 
increase in passenger limited to 


receipts. the outstanding 
tariff increase which be 
October 1943, from 
benefits accrued in the 


year The inci 


was 


fares was 


main-line bookings—not suburban rhis 
latter service provides the means of trans 
port fol Ove! 27,000,000 passengers 
annually and at the present level of fares 


was a heavy burden on the company, both 
in the operating and financial 
\part from tariff increases, 1943 saw a re 


sens 


versal from the 1942 record low level of 
coffee carryings Fonnage amounted to 
155,000 antl receipts to 19,500 contos 


figures which compared favourably with 
those of eartier years. 

Shipping difficulties were less marked in 
1943, and prospects of disposal to the 
United States of the full export quota for 
1943 plus the unexported balance of the 
1942 quota, induced the authorities to 
waive all sacrifice quotas for the 
1943-44 crop 

On the 
and 
cline, due to 


@ther hand, carriage of sugar 
considerable de 
unfavourable weather condi 
tions affecting the 1943 crop and with 
little over-carry from that of 1942. In fact, 
these two traffics more than 
for the whole of the tonnage 
goods traffic handled 

The net result, so far as goods were con 
cerned, was a decrease in tonnage carried 
of 178,000 tons, or 8 per and an 
increase of £217,000, or 22 per cent., in 


sugar-cane showed a 


accounted 
decrease in 


cent 


receipts Passenger bookings reached a 
new high level in 1943, in obvious part 
attributable to the practical cessation o 
ill long-distance road and navigation 


passenger transport as well as of up 
country inter-township bus services 

rurning, secondly the pre 
dominant items had been the marked ris¢ 
in expenditure on_ fuel £536,000 as 
igainst £394,000, an increase of £142,000 
or 36 per cent.: this after increases of 37 
and 39 per cent. in the two pre 
ceding years rhe total cost in 1943 was 
three times that of 1939 

\nother heavy item of expenditure 


wages 


to expr nses 


per Cente. 


was 
rhe total staff bill, including pen 


sion contribution and other statutory 
illowances represented a _ charge to 
revenue of around £750,000, an increas 
of £98 000 over 1942. The governing fac 


tor was the cost of living in Brazil which 
continued to rise to an extent that made 
the promulgation of decree 
raising as from December 1, 1943, 
official minimum rates—last revised 
in the preceding January—and making 
obligatory parallel increases in other cate 
gories of pay. 

It would be 
salaries ot 


necessary 
laws, 


wage 


and 
employees 


apparent that 
superior grades of 


wages 


had to be raised, if not in the same ratio 
of 70 per cent., at least by an appreciable 
amount In result, the total staff bill 
increased by £98,000. The full effect of 


the wage increases introduced in Decem- 
ber, 1943, had to be faced in the current 
year, 1944. Final figures are not avail 
able, but to the end of June the average 


increase has been 


£20,000. 


monthly 
bourhood of 
I have 


in the neigh- 


outlined the main items of our 
working costs. but there is another aspect 
of these conditions which I must mention. 


Five years of war with concomitant inten 
sive use of equipment, and difficulties on 
the score of shortage of labour, machinery 
ind material have resulted in an accumu 
lation of arrears of maintenance, despit« 
every patchwork effort possible, involving 
an abnormal percentage of locomotives 
ind vehicles needing to be withdrawn for 
repair arom traffic, both public and for in 
ternal service, the carriage ( 
sleepers for necessary renewals. 

While present conditions remained 
there could be but little alleviation of 
these predominant difficulties, although no 
opportunity to remedy was neglected. The 
company had been able to place some 
orders for rolling and locomotives, 
but delivery dates were problematical. On 
the other hand, plans for rehabilitation 
were prepared and ready for implementa 
tion when the day arrived. 

In 1944 the company had been faced 
with a heavy rise in expenditure on 


such as 


! 


1 
stock 


The Timber Fireproofing 


[he ordinary general meeting of the 
limber Fireproofing Co. Ltd. was held 
at 81, Cannon Street, London, E.C.4, on 
December 15. Mr. W. J. Garner, Chair 


man & Managing Director, presided 

[The Chairman, in the course of his 
statement circulated with the report, said 
that the year to September 30, 1944, had 
been one of the most active and progres 
sive in the history of the company. The 
Midland works had fully occupied 
throughout the period and the whole of 


been 


the profit as disclosed by the accounts 
had been derived from them. The new 
works in the north had gone into pro 
luction 

The net profit for the year and the 


proposed allocations were clearly set out 
in the directors’ report and in connection 
with the transfer to taxation reserve it 
should be noted that the amount covered 
the company’s liability to income tax and 
national defence contribution arising on 
the current year's profits. Due to past 
deficiencies there was no liability to excess 


profits tax: in fact, there was still a sub 
stantial deficit to carry forward, 

In the balance sheet this year effect 
had been given to the cost of the addi 
tional plant ordered for the new works, 
most of which had been delivered and 
installed. Consequently, the item under 
the heading of Plant and Machinery 


had increased from £14,334 to £32,892 and 
current liabilities included a sum _ of 
£13,483, representing that portion of the 
plant not paid for at the date of the 
accounts. Another item calling for com 
ment the company’s investment in 
war stock. Of the £10,000 previously held, 
£7,500 worth had been sold and a similar 
amount of certificates 


was 


tax reserve pur- 
chased Ihe stocks and debtors each 
showed an increase, a healthy sign indi- 


cative of the larger turnover handled by 
the company. 

Consequent on the original decision to 
erect another works in the north, the 
board, as the result of indications of 
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salaries and wages; in addition there hai! 
been a further deterioration in the fu 
situation. 

On the other side of the picture in 


creases in tariffs, which affected less thar 
three months of 1943, had been in opera 
tion throughout 1944, with the result that 
despite continued higher costs, there ha 
been to the end of September last a mucl 
needed broadening of the gap  betweer 
credits and debits, and thus an improv 
ment in net receipts. 

It might be that the militant adver 
conditions of the last five years might |} 
varied to the company’s betterment ir 
the one to come. He had no reason 
modify in any way his opinion, and thi 
with the full support of the Genera 
Manager, that post-war  eventualiti 
should not retard the marked development 
of industry and trade in Brazil. It wa 
no doubt true to say that when normality 
returned, passenger traffic, which had 
benefited during these years by a transfe 
from petrol-driven transport, to that ex 
tent, would be affected, and particular, 
might this apply to the heavy suburban 
traffic But it not unreasonable t 
look for offset, and particularly so if the 
railway was in a position to give effective 
transport to every demand which industry 
might make on it. 

The report and 
mously adopted. 


was 


accounts were unanl 
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demands made and to be made on thi 
company, resolved to enlarge the proposed 
plant so that its capacity would be equal 
to the past year’s output in the Midlands 
This necessitated further outlay to that 
originally contemplated, hence the offer 
to the shareholders to subscribe for addi 
tional capital on the terms outlined in the 
circular accompanying the report. 

\ point he wished to make was on the 
question of the possible industrial and 
domestic post-war demands for the com 
pany’s process. During and as the result 
of the war all must have become far more 

fire-risk '’ minded, and he did not think 
it was sufficiently known that timber 
could be rendered efficiently fire-resisting 
by the Oxylene process, a process which 
had stood the test of time, including the 
two great and which had long since 
been recognised in official quarters by use 


wars, 


in the ships of the Royal Navy. There 
were some 700 shareholders in the com 
pany, who could become 700 agents, and 


he asked them to remember and pass on 
the slogan whenever and wherever they 
had the opportunity that ‘‘ Oxylene 
treated timber and plywood change a fire 
risk into a ‘ fire stop ’.”’ 

On the question of administration, 
shareholders would observe in the agenda 
of the annual general meeting.that they 
would be pass resolutions con 
verting the issued share capital into stock. 
The Companies Act required shares to bear 


asked to 


distinctive numbers, but there was no 
such requirement relating to stock. In the 
opinion of the directors, the distinctive 
numbering of shares did not afford any 
protection against fraud, but it did in 


volve a great amount of clerical labour. 
It was therefore proposed to follow a 
course which already had been adopted by 
many companies, of converting the exist 
ing shares into stock. It would in no way 


affect marketability, because -the stock 


would continue to be dealt in as units of 


9s. each. 
The resolutions were adopted. 
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The Central Uruguay Railway Co. of Montevideo Ltd. 
Annual Meeting 


[he ordinary general meeting of the 
Central Uruguay Railway Co. of Monte 
video Ltd. was held at River Plate House, 


London, E.C.2, on December 19. Briga 
dier-General F. D. Hammond, C.B.E 
D.S.O., Chairman of the company, pre 


sided 
The Chairman, in the 
statement circulated 
accounts and laid 


course of his 
with the report and 
before the general 
meeting, said that the death of Sir Follett 
Holt, who had been a director for 33 
years, had deprived the company of one 
who had placed unsparingly at the ser 
vice of the company his great experience 
ind wide knowledge 
Turning to the gross receipts for 
1943-44, shareholders would see that thes¢ 
were appreciably better than those of the 
previous year. This was due not only to 
1e tariff increases which operated during 
the whole year as against only six months 
n 1942-43, but also to a great volume 
of traffic Livestock showed a 
reduction in receipts due entirely to a 
sharp drop in the carriage of cattle, which 
was offset to a extent by an 
number of sheep carried 
iffected so seriously by 
drought Passenger _ traffic 
increase in receipts of 12 per 
cent. for an increase in numbers carried 
of less than 1 per cent. 
On the expenditure side { renewals 
ere excluded, there had been an increase 
of 7 per cent., due partly to the extra 
work performed and partly to the in 


goods 


certain 
increase in the 
These were not 
the severe 
showed an 


creased cost of materials The most 
important and urgent task before the 
company was that of renewals, and in 


particular the 
line, 198 km 


rorce 


relaying of the Nico Rivet 
long rhe rigid controls in 
prevented it from obtaining new 
rails in 1943-44, but at last 

had been received to place in 
80 km. in the U.S.A., and the directors 
hoped that they will be ible to make 1 
start during the current year They also 
hoped to obtain permission to buy an 
other 80 km. so that the relaying of this 
important line could proceed without 
interruption. 

It had been the 
company for many 
watch on the price level 
living in Uruguay Whenever a notice 
ible rise had occurred, it had ungrudg 
ingly and without hesitation raised the 
basic wage. Cases. of hardship and 

discussed in friendly 
talks with the staff, and difficulties ad 
justed. As a result no strike had occurred 
on this system for over 20 years, a record 
of friendly co-operation to which both 
the company and its staff of all grades 
had contributed and of which both might 
be proud. In pursuance of this policy 
the General Manager in the earlier part 
of this year reported that he _ had 
examined our basic rates of wage in rela 
tion to the living, and recom 
mended that the company should raise 
by an average of approximately 14 
per cent. Although this was estimated to 
cost some 260,000 pesos a year, it 
ipproved. The board did not con 
template any increase in tariffs to com 
pensate the company for this additional 
expenditure, nor had it done so in the 
case of the extra charges imposed by the 
law of family illowances introduced 
irlier and calculated to cost the railway 
$176,000 a year. 

As wages boards recently had _ been 
instituted by law, the proposals for in- 


permission 
order for 


consistent policy of the 
years to keep a close 
1 and the cost of 


inomalies had been 


cost ol 


them 


was at 


once 


creases in wages were placed before the 
board appointed for the railway. 
Before this body could come to a decision, 
however, a new factor intervened. An 
other law previously had _ been 
laying down regulations and wages for a 
wide range of industries, but expressly 
excluding from its scope those which had 
wages boards. Quite suddenly, a further 
Bill had been introduced into the Senate 
making industries who had wages 


wages 


passed 


boards 


ilso subject to this industrial law and 
this measure had been passed rapidly 
through that House. Before it went to 


the other House, the Chamber, the com 
pany had represented to the Government 
ind to the various re sponsible authorities 
that, however, well adapted this law 
might be for ordinary industrial concerns, 
particularly the smaller ones, it was quite 
unsuitable for such an organisation as a 
railway, as had been wisely foreseen in 
its earlier form. The cost to the railway 
would be 1,000,000 pesos a year, 
and, as at present not a penny was being 
paid to any of the debenture or share 
holders and there large arrears of 
renewals which had to be overtaken to 
maintain the railway, this heavy extra 
burden could not be borne without an 
increase in tariffs. 

[he new proposal passed the Chamber 
by a small majority and became law 
The company then gave notice that as 
from January 16, 1945, goods and live 
stock tariffs would be, increased by 10 
per cent. It with great regret that 
this step taken, but there was no 
ilternative in view of the duty which was 
incumbent on the company to maintain 
the railway in a fit state to carry out its 


some 


were 


was 
was 


651 


obligations to the public in Uruguay and 
duty to those who had invested their 
money in the undertaking. 

It was too often forgotten that one of 
the evils of inflationary measures was 
that they were bound to be cumulative 
in effect. They inevitably entailed con- 
sequences which increased the original 
inflation caused‘ directly by the measure 
itself, and so, once started, the spiral of 
inflation mounted rapidly. 


As regards prospects for the current 
year, gross receipts were down at the 
moment by some 6 to 7 per cent. This 


was due solely to a falling off in livestock 
traffic, the aftermath of last year’s 
disastrous drought. The depletion of the 
herds from this cause unfortunately would 
make its effects felt for a year or two. 
On top of this there was, of course, the 
increase in expenditure due to the legis 
lation mentioned above, and this extra 
expenditure had a three months’ start of 
the increase in tariffs to which it had 
given rise. On the other hand, the com- 
pany was able to obtain at the present 
in adequate supply of oil fuel and at a 
lower figure than ruled last year, and this 
was, next to wages, the largest single item 
of expenditure. 

He was very glad to say that the direc- 
tors had recently had a visit from their 
General Manager and colleague, Mr. H. H. 
Grindley, and by this means had renewed 
the close personal touch which was of 
such vital’importance in the undertaking. 

Relations with Dr. Amezaga, the Presi- 
dent, and with the Government of 
Uruguay remained on the same _ good 
footing. 

Finally, he called attention to the 
admirable work which was being carried 
out in difficult circumstances by the staff 
both in this country and in Uruguay. 

The report and accounts were adopted. 


Buenos Ayres Great Southern Railway Co. Ltd. 


Annual 


The ordinary general meeting of the 


Buenos Ayres Great Southern Railway 
Co. Ltd. was held in London on Decem 
ber 19. Sir Montague J. Eddy, C.B.E., 


the Chairman of the 

[The Chairman said 
men,—Your board much regrets that due 
to wartime mail difficulties it is not able 
to present today the audited accounts 
They will be presented for approval as 
early in the New Year as possible 

he actual results for the financial year 
1943-44 are disappointing. We close the 
year with a further deficit after paying 
our debenture interest This position is 
iccounted for by a heavy 
ind by a further substantial 


company, presided 
Ladies and gentle 


exchange loss 
increase in 


our fuel bill Were it not for these two 
idverse features our results would have 
shown a substantial improvement 

To understand the motive underlying 
the events which I have to relate, it 


should be explained that the revolution 
iry Government which assumed power in 
June, 1943, announced as one of the main 
planks of its policy the intention to take 
in active participation in the raising ol 
the standard of living and the improving 
of the social welfare of the working 
classes, a policy with which every think 
ing man will sympathise, especially in 
Argentina, where the standard of living 
is low among a large percentage of the 
population. 

For this purpose a special department 
was created, called the Secretariat of 
Labour & Social Welfare. The officials of 


Meeting 


this new department took over control of 
workmen’s unions, and decided what im- 
provements in labour conditions should 
be granted. This procedure was adopted 
in the case of the railwaymen, who early 
this year were promised that any deduc- 
tions from their that they had 
suffered as a consequence of the Presi- 
dential Award made by General Justo in 


wages 


1934 should be returned, and that they 
should also receive substantial improve 
ments in their rates of pay. 


RATE INCREASES 

In 1942 the companies had petitioned 
the Government to grant them increased 
rates to set off the heavy increase in 
working costs, and in March, 1942, the 
then Government authorised rate increases 
of 5 per cent. on passengers and 10 per 
cent. on all goods traffics, requesting the 
companies to agree to suspend from that 
date any further deductions from the 
men’s wi and to pay their full con- 
tributions of 12 per cent. on the men’s 
wages to the pension fund, as provided 
for in the Pension Law. The meaning of 
the original Decree, which as issued was 
obscure, was explained in subsequent 
Decrees dated March 25 and December 
14, 1942, by which it was clearly estab 
lished that the surplus receipts from these 
increases, a‘ter the fulfilment of the first 
two undertakings given by the companies, 
were to be destined to improve their own 
receipts. 

The Government on June 3 this year 


wages 
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a further Decree declaring that the 
Decree of March 3, 1942, granting the 
increases I have mentioned, was intended 
solely for the purpose of finding funds to 
be allocated to the welfare of the railway- 
men, and that the companies had im- 
properly kept the surplus. This Decree 
extended the increases for a further year, 
ordering that all the proceeds thereof, 
after certain authorised deductions for 
retentions from wages and contributions 
to the pension fund had been made, were 
to be handed over to the Government in 
future. 

On July 14 the Direccion General of 
Railways notified all the privately-owned 
railways, including the French companies, 
that they must deposit by August 13 the 
sum of $64,000,000, the balance held to 
be wrongly retained by them between 
April 1, 1942, and March 31, 1944, and 
that further sums would also have to be 
paid, after more detailed analysis of the 
figures, which were estimated to amount 
$7,000,000. After June 3 the 


issued 


to at least 


whole of surplus proceeds of these in- 
creases, representing some 35,000,000 to 
40,000,000 pesos per annum for all com- 


panies, were likewise to be paid over. In 
the case of the Southern, if the Decree 
had been applied our net receipts for 
1943-44 of $21,696,000 would have been 
reduced by 53. per cent. to just over 
$10,000,000, 

[The companies 


and asked 


appealed against this 


decision for reconsideration 


CHAIRMAN’S VISIT TO ARGENTINA 


In view of the gravity of the situation 


it was decided that I should leave for 
Buenos Aires, and I arrived there on 
August 9 

1 was received with great courtesy by 
the Ministers of Public Works, Finance, 


and Foreign Affairs, and subsequently by 
the President and Vice-President, who, 
while maintaining the validity of the 
Decree and the necessity of improving 
the working men’s lot, agreed that a 
friendly solution of the problem was desir 


able, and that the companies’ case would 
be considered with good will. To give 


time for discussions, 
the Decree was to 


the implementing of 
be left in suspense. 


THE COMPANIES’ CASE 


The companies’ case was (a) that, while 
sympathising with the Government's 
desire to improve the standard of living, 
it was materially impossible for them to 
co-operate further through lack of re 


sources; it was pointed out that the com 
panies were already contributing from 
their receipts to the social welfare of 


their men a collective sum of $38,000,000 
per annum, and that any further conces 
sions could not be considered unless addi 
tional rate increases or other sources of 
revenue were found; (b) that they could 
in no case accept the principle that the 
Government could allocate by Decree the 
revenue of the companies produced by 
their tariffs as this was their sole property 

such acceptance would undermine their 
concessionary and legal rights; (c) they 
requested that, in any solution, considera 
tion long overdue should be given to the 
granting of measures which would bring 
some return to the shareholders. 

rhe discussions were complicated by the 
fact that we were faced with unrest 
among the working men who initiated 
partial stoppages on some of the railways 
due to their dissatisfaction that the im 
provements promised them were not 
forthcoming 

The present Government had 
difficulties. It is not for me to 


many 
enter 


THE RAILWAY GAZETTE 


into or discuss’ these. Nevertheless, 
the good will expressed by the President, 
Vice-President and Ministers on my 
arrival became evident in a practical form 
towards the end of October, and, finally, 
at an interview on October 25 with the 
Vice-President and Ministers of Finance 
and Public Works, the difficulties created 
by the Decree of June 3, 1944, were solved. 

The Government agreed to accept a 
payment of $23,000,000 to the men, being 
the actual amount deducted from their 
wages and retained by the companies be- 
tween 1934 and 1944, and to waive its 
claim to the return of $64,000,000 which 
the companies had collected up to April, 
1944, in respect of the increases authorised 
in March, 1942, and to acknowledge the 
companies’ right to collect these increases 


in future. A special preference in the 
companies’ rate of exchange for remit- 
tances was granted until such time as 
they are reimbursed the $23,000,000 re 
turned to the men. The companies were 


authorised to increase their goods, live 
stock and parcels rates by a further 10 
per cent. to cover the wage increases to 
the men which the Government decided 
on. The spirit of the agreement was that 
the benefits conceded to the men shall 
not cost the companies any additional 
expenditure out of existing resources. 

On the other hand, the companies’ re 
quest to merge their administrations and 
to operate their lines jointly so as to pre 
pare for the future by reducing their 
working costs, and by the elimination of 
uneconomical services and overheads, 
not granted; this in spite of sound argu- 
ments to prove (1) that this measure was 
as much in the interests of the country as 
in the interests of the companies; (2) that 
the more efficient and economical the 
working of the railways the better the 
public would be served; (3) that unless the 
railway companies were back to a more 
stable financial position it would be im- 
possible to maintain the improvement the 
Government desired in the standard of 
living for the railwaymen. 

It was also emphasised that, as for 
many years past no interest had been 
paid on the greater part of the capital, 
unless this situation were remedied Argen- 
tina would inevitably be the principal 
sufferer. An efficient transport service was 
essential to the national life, and particu- 
larly so in the post-war period. 

It was therefore maintained that the 
first constructive measure called for was 
to reduce uneconomical expenditure and 
remove obsolete restrictions by authoris- 
ing a joint operating company. Such a 
measure had been considered on several 
occasions by Government commissions 
and their reports always had been favour- 
able. The Government, however, said it 
could not see its way at this stage to 
authorise such a fusion and grant permis- 
sion to the railways to work on the roads. 


was 


TAXES ON FUEL OIL 


Another request we made was for the 
recognition of our exemption from pay- 
ment of taxes on fuel oil purchased from 
outside sources. In the case of the 
Southern the amount involved for the 
vear 1943-44 is no less than $16,000,000, 
equivalent in sterling to £1,000,000, and 
were we not forced to pay this our 
financial position would be substantially 
improved. Here again we were not suc 
cessful in obtaining this, but are claiming 
the return of the moneys paid, through 
the Courts. 

This ends the account of my recent 
negotiations. So far as the problem of the 
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June 3 Decree is concerned, the results 
were satisfactory in that the threat hang 
ing over the heads of all the privately 
owned railway companies of having t 
of their 


pay back $64,000,000 out own 
resources and the reduction in their 
receipts from Juneg 1944, of som 


$40,000,000 annually, has been removed 
and additional disbursements to which we 
have had to agree in respect of increased 
wages to the men have been covered by 
corresponding increase in rates. 

Furthermore (1) the vital point ha 
been gained that our proprietary right i 
our rates has been established; (2) rat 
incrcases which were granted for limited 
periods, some terminating in December 
1944, and others in June, 1945, have been 
consolidated until the end 01,1946. 

I was pleased to see Mr. Richard Law’s 
statement made in Parliament on Novem 
ber 17, when he put the case very clearly 
as follows :— 

‘* The difficulties of the railways dat 
from long before the war and have re 
sulted in recent years in virtually mn 
dividends, and in a progressive deteriora 
tion. Some of the difficulties were, of 
course, common to other railways, indeed 
to most railways. Others are due to war 
scarcities. rhe fact, however, remains 
that for years the Argentine authorities 
have contributed nothing whatever in con 
structive thought to this problem and 
have shown no disposition to assist the 
reforms that’ were as necessary for ths 
convenience »f the users of the railways 
as they were to the restoration of the earn 
ing capacity of the lines.”’ 

Mr. Law goes on to state that what 
the railways require is, first, good will with 
support in their endeavour to give an up- 
to-date service,’” I cannot conceive a 
fairer exposition of the case. 

Jt is therefore encouraging to 
that in the decree authorising the new in 
creases of rates to cover the increased 
wages granted to the men issued by the 
Argentine Government on October 31 
last, the following statement is made:— 

‘‘ That the explanations and arguments 
put forward by the companies in the dis 
cussions which had taken place have per 
mitted both sides to exchange their 
different points of view, arriving at a basis 
of mutual understanding and an appre 
ciation of the common interests involved 
and leading to a spirit of collaboration to 
arrive at a reasonable solution,’’ and that 

it is the policy of the Government to 
contemplate equitably and impartially th 
position of foreign capital radicated in the 
country.” 

It is that official 


report 


statement which en 
courages us to believe that the time will 
arrive shortly when the Governiient 
officials with good will will negotiate with 
us a lang-term agreement, thereby en 
abling us to continue to serve the 
country with an efficient service, and give 
to those who found the money for 
this service a reasonable return. At the 
moment our traffic receipts, due to the 
practical elimjnation of road transport 
are showing welcome increases, which 
counterbalance to some extent our in- 
creased costs. But we must prepare for 
post-war conditions when’ road transport 


have 


will again compete with railway trans- 
port. This is a world-wide problem affect- 


ing all railways. It can be met only by 
the introduction of modern equipment 
leading to reduced costs. 


CO-ORDINATION 

As to the roads, a Road & Rail Co- 
ordination Law was passed by Congress 
as long ago as 1938. It has weaknesses, 
but if properly administered, it should 
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lead to a very considerable co-ordination 


between, road and rail traffic. As yet it 
has not been properly administered, and 
this is an urgent matter. The head of 


the Government Transport Board, in dis- 
cussions as to the road problem, assured 
me that we need not fear road competi- 
tion, as the Government has decided to 
co-ordinate fairly the relative interests of 
road and rail. The recent formation of 
the Transport Board under which the 
road, rail and river traffic sections of the 
Ministry of Public Works will be co-ordi- 
nated, is a step in the right direction. 
In Mr. Richard Law’s statement he 
very rightly said that what we required 
was peso income. While agreeing with 
this, one has to realise that there is a 
ceiling beyond which rates and fares can 
not be raised. The peso income, there- 
fore, of the railways in great part will be 
dependent on the effect the return of road 
competition will have on the rates they 
may be able to collect and the volume of 


tratfic they will have to transport. In 
this respect we must therefore rely (1) on 
the etficiency and attractiveness of our 


services to maintain our proper propor 
tion of traffic available, and (2) on the 
increase in the density of traffic move 
ment as a result of the expansion and 
development of the country 

Mr. Law also mentioned that we should 
not give too great importance to ex- 
change. In this matter there are two 
factors. One is the difference between 
the buying and selling rates imposed by 
the Argentine Government which seriously 
prejudices our sterling position, but the 
greater difficulty is that whereas exchange 
in the past was free and varied according 
to supply and demand, today Govern- 
ments impose a control, having in mind 
the general financial interests of their 
countries. This is a constant prejudice to 
tur companies. In normal times periods 
of unfavourable exchange rates were com 
pensated by periods of favourable rates. 
Were exchange not controlled today, with 
the Argentine’s large holdings of sterling 
balances, there is every reason to suppose 
that exchange would at any rate be back 
to the old par level of 11-45 pesos to the £. 

We have been told that it is impossible 
to sacrifice the general good for a par- 
ticular industry; on the other hand, is it 
right that particular interests should be 
sacrificed, without compensation, for the 
general good? We understand that it is 
in the interests of the general good that 
the present exchange rates are main 
tained between this country and Argen 
tina, and it therefore follows that all 
public utility companies which can 
not put up their prices to cover the 
exchange differences when remitting 
money here from the Argentine are being 
sacrificed for this purpose. This is a 
matter which we hope the appropriate 
authorities here will give urgent attention. 


those 


BRITISH GOVERNMENT’S HELP 


We are grateful to His Majesty’s 
Government for the sympathetic way in 
which it has always received us and 
helped us, but now we _ need practical 
issistance in connection with fuel and 
other supplies As regards coal, one 
realises to the full how difficult this ques- 
tion is in the present critical days when 
coal is one of the principal problems the 
Government has to face. Were we able to 
obtain a reasonable quota of coal from 
this country, great relief would be given 
to our financial position with advantage 
to Great Britain’s own export position. 
Again, the almost complete stoppage of 
replacement material, particularly for 
locomotives, is another urgent question 
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Our transport capacity, for lack of these, 
is already decreasing with eventual preju- 
dicial reaction upon our services. Up to 
now, through the ingenuity of our techni 
cal staff, we have been able to carry on 
fairly well. More than a year ago, how- 
ever, we pointed out that unless we were 
granted permits for spare parts on a large 
scale, the railways would soon find their 
rolling stock in a very serious condition, 
much of it having to be laid by. 

The time has now come when the needs 
of the British-Argentine Railways should 
receive special consideration, so that we 
may be granted permits for the manuiac- 
ture and export of essential requirements. 
This is a matter where his Majesty’s 
Government can help us, and we are 
making representations to this effect. 

From the foregoing it is clear that some 
of our misfortunes have been caused by 
circumstances inherent in war conditions, 
but the physical assets of our properties 
and their productive potentiality are 
sound, and the capital value, as repre 
sented by the money spent on their con 
struction, has not depreciated. Unfor 
tunately, as we have not been able to pay 
dividends, the idea has become prevalent 
that our capital assets should be written 
down, the justification being principally 
that the market quotations are so low. I 
submit that the market quotations have 
nothing to do with the value of our busi 
ness. It reflects only the supply and de 
mand for the stocks. 

In certain circles in the Argentine it is 
suggested that railway capital should be 
cut down and reconstituted, first on the 
market quotation value, and, secondly, 
on the depreciation value. Such a thesis 
is unacceptable. The capital that all the 
privately.owned railways claim is around 
$1,515,000,000 gold, of which the 
Government has actually recognised 
$1,306,000,000 gold, so the amount in 
dispute between us is only 14 per cent. 
of the total capital, of which amount we 
contend the major part should be 
recognised 

Our Empire has been involved in this 
war, fighting for the cause of liberty. It 
has spent its treasure without stint, and 
in so doing has had to realise many of its 
overseas assets, and to-day our invest 
ments in British-Argentine Railways ar 
probably one of the largest foreign assets 
remaining to us, and it is vital that their 
full value shou'td be maintained. From 
the Argentine angle we ask it to be re 
membered that as a_ result of this 
expenditure of British and French capital 
the great wealth of Argentina has been 
built up. 

Again, in some quarters it is held that 
Argentine interests suffer because of tte 
railways being in foreign ownership, 
which involves large amounts of money 
being sent out of the country. This 
theory is obviously erroneous because a 
large part of our earnings is spent in the 
country in wages and the purchase of 
many local materials, and only a part goes 
abroad for stores and for financial ser 
vices. In any case, were it not for these 
moneys being sent principally to Great 
3ritain and becoming an invisible export, 
it would be much against Argentine 
interests as our power to purchase froin 
them would be correspondingly reduced. 

There only now remains for me, on 
behalf of the board, to pay a warm tri 
bute to our representatives, manager and 
staff in Buenos Aires for the manner in 
which they have carried out their duties 
during the past year. 


LETTER TO MINISTER OF PuBLIC WoRKS 
In conclusion, I would refer to a letter 





I addressed to the Minister of Public 
Works just before my departure, explain- 
ing to him that the companies’ problems 
of obtaining sufficient funds to provide for 
modernisation, renewals, and the possi- 
bility of a return on our capital, still 
remain to be solved, and that I trusted 
that the Government would continue their 
study so that at an early date a definite 
plan for solving the railways’ problems 
might be adopted. I assured the Govern- 
ment that the companies would collabo- 
rate in every way in their power to 
arrive at a satisfactory arrangement, and 
that they were encouraged in their hopes 
that this would be found ere long by the 
spirit of mutual understanding and 
respect that had governed the negotia- 
tions which had just terminated. 

I would like once again to express my 
appreciation to the President and Vice- 
President and the Ministers concerned for 
their courtesy. I also wish to record my 
grateful thanks to the representatives and 
managers of all the railways, including 
the French companies, for their loyal and 
unstinted support throughout the whole 
of the negotiations. 

I will now refer to the resolution before 
the meeting. Your board and the boards 
of the other companies have for some 
years past determined upon a policy of 
closer co-operation, so that by this means 
your interests can be cared for with the 


greatest possible effectiveness. An inter- 
change of directors has already been 


made. It is in furtherance of this policy 
that 1 ask you to approve the resolution 
empowering the company to increase the 
maximum number of directors to 12. We 
ask for no increase in the fees paid to 
directors. 

The resolution increasing the number 
of directors was approved 

The retiring directors were re-elected; 
the auditors were re-appointed and the 
Chairman said: This concludes all the 
business we are able to transact at this 
meeting. When the report and accounts 
are ready they will be issued. We will 
advise you of the date of the adjourned 
meeting. 

The meeting then stood adjourned. 





Buenos Ayres Western 
Railway Limited 


The ordinary general meeting of the 
Buenos Ayres Western Railway Limited 
was held on December 19 at River Plate 
House, E.C. Sir Montague J. Eddy,. the 
Chairman of the company, presided. 

The Chairman said that he had made 
a long speech at the meeting of the 
Buenos Ayres Great Southern Railway Co. 
Ltd. earlier in the day and that would 
appear in full in the financial newspapers 
on,the next day. He therefore did not 
propose to repeat that speech. 

He moved a resolution authorising the 
company to increase the maximum num 
ber of directors from 7 to 12. In doing 
so, he said that it would not involve any 
increase in the directors’ fees, but the 
board wished to be in a position to add 
to their number if and when a suitable 
man was found, a position which other 
South American railway companies 
enjoyed. 

The resolution was carried unanimously. 

The Chairman then announced that the 
meeting would stand adjourned. When 
the report and accounts were ready they 
would be issued and the shareholders 
would be advised of the adjourned meeting. 

The meeting then stood adjourned. 




















































































































Notes and News 


Central Uruguay Moratorium Exten- 
sion.—The debenture stockholders’ com- 


mittee has extended the moratorium on 
the 44 per cent. first and 5 per cent 
second debenture stocks to December 31, 
1945 


Canadian Pacific Railway Company. 

The company has declared a final divi 
dend of two per cent. on the preference 
stock in respect of the year 1944, payable 
on February 1, 1945, to stockholders of 
record at 3 p.m. on December 29, 1944 


Railway Strike in Chile. 
to a Reuters report, Chilean 
have struck after refusing an offer of a 
15 per cent. increase in which 
compares with their demand for a 45 per 
cent. increase. It is stated that the strike 
has been declared illegal, and that lines im 
the south are under military control 


According 
railwaymen 


wages, 


Signal & Tablet Inspector Required. 

The Sudan Government Railways require 
the services of a Signal & Tablet Inspector, 
preferably unmarried Candidates should 
have had workshop and outdoor experience 
in the maintenance and renewal of signalling 
installations, tablet, telephone and _ tele- 
vgragh instruments For full particulars 
see our Official Notices on page 655 


Irish Transport Company.—The new 
amalgamated transport company called the 
Irish Transport Company (Céras lIompair 
Eireann), which is to be formed by the 
amalgamation of the Great Southern Rail- 
ways Company, and the Dublin United 
lransport Co. Ltd., will come into existence 
on January 1, under the provisions of the 
Transport Act, 1944 See editorial article 
page 636 


Transvaal Rail Electrification. Th« 
London office of Vereeniging Estates 
Limited announces that the South African 
Minister of Transport recently visited 
Vereeniging to discuss railway develop 
ment, and that the Minister stated that it 
had been decided to provide Vereeniging 
with a modern railway station and extensive 
goods facilities, and to electrify the railway 
between Johannesburg and Vereeniging 


East Yorkshire Motor Services Limi- 


ted.—Total revenue for the year to Sep- 
tember 30, 1944, of this subsidiary of the 
L.N.E.R. and B.E.T. Omnibus Services 


Limited, amounted to £453,688 (£443,815 
\fter deducting all expenses and providing 
for depreciation there remains a balance of 
£21,936 (£22,965) to which has to be added 
{17,789 (£17,324) brought forward, making 
a total of £39,725 (£40,829). The dividend 
for the year is 74 per cent. net (same), and 
£17,225 is carried forward 


Wm. Asquith Limited.—Mr. Lewis 
Rhodes, M.A., J.P., Chairman of Wm 
Asquith Limited, at the annué il general meet 
ing said demand for machine tools had under 
gone a considerable change during the last 
six months. Government orders had been 
reduced to a minimum and existing produc- 
tion agreements had been allowed to lapse 
without renewal. These changes had not 
been unexpected and it was necessary to 
face the position that the order book was 
likely to shrink still further as far as stan- 
dard production lines were concerned. Cer- 
tain arrangeme nts had been made to offset 
the company’s falling order book and he 
was confident that it would continue to be 
reasonably well employed during the rest 


of the current financial year. During the 
war period the company had turned out 
over {5,000,000 worth of machine tools, 


paid close on £1,750,000 in salaries, wages 
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and bonus, and had paid, or was liable to 
pay, £474,000 in respect of taxation. 


Offer for McNamara Control.—Trans- 
port Services Limited has made an offer of 
30s. 6d. for the 12s. units of McNamara & 
Co. Ltd., the old-established business of 
Royal Mail and road transport contractors, 
which controls Allied Transports Limited 
and Fred Cook (Transport) Limited. This 
offer is conditional on its acceptance by 
holders of 90 per cent. of the stock, or such 
smaller amount as may be acceptable to 
Transport Services Limited. Mr. John S$ 
Nicholl (Past President of the Institute of 
Transport) is a Director & Chief Executive 
Officer of McNamara & Co. Ltd.; the 
Chairman is Sir Maxwell Hicks 

Railway Convalescent Homes.—The 
income and expenditure account of the 
Railway Convalescent Homes for the year 


ended December 31, 1943, shows an income 
of £48,234, and expenditure of £38,177, 
leaving a balance of £10,057 The income 


was made up of 


collections : 


£41,930 from railway staff 
£577 from donations from the 
public, et {4,109 from investments 
including income tax recoverable) ; £327 
from hospital and war department services ; 
and £1,291 from sundries Expenditure on 
maintenance was £32,781, and on adminis- 

number of patients 


tration, £5,396 Phe 
who used the homes in 1943 was 4,380, 
which included 3,119 men, 1,191 women, 
and 70 babies 

Coasting & Home Trade Tramp 
Shipping.—At a meeting on December 13 
of the’ Coasting & Home Trade Tramp 
Section of the Chamber of Shipping, Mr. 
Kenneth R. Pelly expressed the view that 
that section of the industry of which he is 
Chairman had a more difficult policy to 
frame for the post-war period than any 
other He said it was faced with prob- 
able foreign competition, with competition 
from road and rail, and with domestic 
difficulties between large and small vessels. 
He added that the average age of the coast- 
ing fleet was greater than that of any other 
section of the industry, and comparatively 
little building of the smaller coasting vessels 
was taking place 

Timber Fireproofing Co. Ltd.—The 
report for the year to September 30, 1944, 
shows a trading profit of £24,853 (£13,202) 
and other income amounting to £793. The 
net profit is £14,224, which added to 
£1,400 brought forward makes £15,624. A 
sum of £2,500 is appropriated to general 
rs serve and £6,803 is provided for taxation 

\ dividend of 10 per cent. and a bonus of 
74 per cent., both less tax, are being paid 
on the shares, and an additional remunera- 
tion of £502 to directors, leaving £2,161 to 
be carried forward Shareholders may 
subscribe for an 104,500 shares of 
2s. each at 4s. a share, in the proportion 
of one new share for every four old shares 

November 11 page 650) 


issue of 


held on 


Beryllium Copper Alloy.—Sir Geoffrey 
Clark, Managing Director of the Telegraph 
Construction & Maintenance Co. Ltd., pre- 
sided at a luncheon on December 15, at 
which the recent developments in the use of 
beryllium as a copper alloy were explained. 
It was stated that by the use of 2 per cent 
beryllium as an alloying agent with copper 
a non-ferrous, non-sparking alloy of up to 
400 Brinell hardness was obtained, which 
had a tensile strength of up to 90 tons per 
sq. in., as well as a high fatigue strength and 
resistence to vibratory or alternating 
stresses. The present cost of beryllium 
copper alloy was put at about five to six 
times that of phosphor bronze; present 
useage is restricted to essential purposes. 
The Telegraph Construction & Maintenance 
Co. Ltd. is conducting research into the 


1944 
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properties and applications of the alloy f 
development in the industrial field 
William Asquith Limited—Tradin 
profit for the period August 13, 1943, t 
August 17, 1944 (including provisions mad 
in previous years of £3,120, now released 
amounted to £95,939 (£118,389). Net 
profit after charging all expenses . of 
management and depreciation was £71,123 
(£97,498). Adding £26,196 brought for- 
ward makes £97,319 available for appro 
priation. From this sum is appropriate: 








British and Irish Railway 


Stocks and Shares 


| | 
Prices 
| $ | go | ——— 
Stocks 4 | $x 
| = i Dec. | 
= | 19, | Rise 
1944 Fall 
G.W.R. 
Cons. Ord. 654 574 59 3 
5% Con. Pre 1204 108 1204 
5%, Red. pref. (1950) 1104 106 105 
5% Rt. Charge eee} 1374 1234 1344 
5° Cons. Guar. 1354 1214e | 1324 
4%, Deb. ... ...| 118 | 1074 | ‘17 : 
44% Deb. 119 | 109% | LI7$ 
44% Deb. 1244 116 1234 
5% Deb. ‘ind ool Ce 127 1354 
24% Deb. ... ...| 77 724 | 744 
L.M.S.R. 
. oe sl ae 4 
4% Pref. (1923) --| 664 58 | 63 
i Pref. 80; | 73 78} 
5% Red. Pref. (1955) 1053 102 1034 
4%, Guar. ... 107 984 | 1054 - 
4% Deb. = --»-| 1093 1034 | 108 
5°, Red. Deb. (1952) | Lilt 108 1085 
L.N.E.R. 
5% Pref. Ord. | 12% 7% 8 | 
Ge Gre. aia ta 4 
4% First Pref. -| 664 | S7E | 614 [— 4 
4 Second Pref. -| 364 303 32 ; 
52, Red. Pref. (1955) 993 93 101; 4 





® First Guar. -.-| 1024 94 | 103} 
48 Second Guar. ...| 934 85% 934 + 
3% Deb. ... ...| 868 | 788 | 854 H 
4% Deb. .| 109% | 101g | 107 \ 
50, Red. Deb. (1947) 1064 102 | 1025 
44%, —s Fund | 
Red. Deb. . | 108 | 103¢ | 1045 
SOUTHERN | 
Pref. Ord. ... at 724 | +774 _ 
Def.Ord. ...  ...| 263 | 20% | 254 4 
5% Pref. ... | LI9E | 106g | 1I9$ ‘ 
5% Red. Pref. (1964) | 114 1084 | TISt 
5% Guar. Pref. .| 136 122 =| 1324 
5%, Red. Guar. Pref. 
40h (252) . -| 117 1093 1145 
% Deb. aie ono) 8EFE 106 «| 1154 
38 Deb. .| 137 126 =| 1324 
4%, Red. Deb. (1962- | 
67) . | 112 | 1064 | 1085 
4% Red. Deb. (1970- 
80)... we] FIZ | 107 |: 1094 
FORTH BRIDGE 
420 Deb. ies .| 109 104% | 105xd | } 
© Guar. ... e-»| 105 1024 105xd | ; 
L.P.T.B. 
Ti a _ we] 12544 | 114 | 120g 
td -| 13345 | 123) | 131E | — 
36 © ) Guar. (1967- 72). 1005 7 «| 99 — 
s% *“B’ -| 124 | 114 | 1224 
|S. w~ same isis 
MERSEY 
Ord. ot 7 is ; 
3% Perp. Pref. | 68 594 | 70 
4% Perp. Deb. «| 104 1025 | 107. | 
3% Perp.Deb. ...| 83 78; | 84 
IRELAND* | 
BELFAST & C.D. 
Ord. a © Le] 8h = 
G. NORTHERN | | | | 
Ord. ... | 244 | 16 | 3248 % 
Pref. ... oon on we Te 48% é 
esl i—| —|] wi 
ee i—| +1 @ |+ 
| | 
G. SOUTHERN 
Ord eee 30 94 69% |+ 3% 
Pref. .. 30 1 69 |+ 34 
Guar, | 64 264 79 —- ¢ 
Deb. ... ove eos} 885 5l% 994 | 


; “*Latest available quotation 
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( VERSEAS EMPLOYMENT. SUDAN GOVERN- 








MENT RAILWAYS require the services of a 
IGNAL AND TABLET INSPECTOR, preferably 
I Candidates should have had workshop 

x” experience in the maintenance and 

4 signalling installations, tablet, telephone 

id telegraph instruments. They should also have 
me knowledge of train control apparatus and_ be 
] signal diagrams, interlocking table 






epare 





charts. The candidate, on appointment 
IL be to take charge of a district and 
idanese staff under him. He must possess personality 
d tact and ay for control of staff. 
Starting 1 pay £E.324-360 per annum (f£E.1 
1 Os. 6d.), ig to age and qualifications, with 





ince with Government Scales, viz., 


E.324-360-396-432-480-540-600-660-720-780, increases 
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OFFICIAL NOTICES 


tionary Contract for two years with a view to per- 
manent pensionable service and will subscribe to the 
Provident Fund during the probationary period, after 
which, if accepted to serve towards pension, his contri 
butions will be transferred to the Pension Fund. Free 
pass ippointment, Strict medical examination. 
At present there is no income tax in the Sudan. 
Written applications (no interviews), giving the 
following essential details: (1) Full name; (2) date of 
birth; (3) National Service Registration number 
4) Local Office shown on address side of Registration 


ige on 








Card, N.S.2; (5) medical grade if known; (6) if 
ged from the Forces, particulars of Service 

rank, unit and reasons for discharge; (7 

rial training and experience; (8) name and 


of present employers; (9) details of present 


should be sent to the Secretary, Overseas Man 





655 


FFICIAL ADVERTISEMENTS intended for 
insertion on this page should de sent in as 
early in the week as possible. The latest time for 
receiving official advertisements for this page for the 
current week’s issue is 9.30 a.m. on the preceding 
Monday. All advertisements should be addressed 
to:—The Railway Gazette, 33, Tothill Street, West- 
minster, London. S.W 1 


Universal Directory of Railway Officials 
and Railway Year Book 
50th Annual Edition, 1944-45, now ready 
Price 20/- net. 








ig biennial up to £E.660 and thereafter triennial. power Committee (Ref. 957), Ministry of Labour and 
tincrease subject to passing Arabic examination N itional Service, York House, Kingsway, London, THE DIRECTORY PUBLISHING CO., LTD., 
Successf ididate will be appointed on Proba W.C.2. Applications will not be acknowledged 33, Tothill Street, Westminster, S.W.1 
50,000 (£75,000) provision for taxation tractors’ Association. They will be re- the assistance given to the Home Guard 
ind £10,000 (same) is transferred to reserve. placed by three new associations, namely by the Chairman, General Manager and 
Preference dividend, less tax, takes £6,731, the Road Haulage Association, representing chief officers. Others present included :— 


ind interest on funding certificates £1,058 
[he dividend proposed on the ordinary 
shares is 5 per cent. less tax (same), and 
£27,490 is to be carried forward 


London-Scottish Shipping Lines.—A 
ompany has been incorporated in Scot- 
land, with a nominal capital of £500,000 
livided into 50,000 shares of £10 each, 
under the title of London Scottish Lines 
Limited It is a new combination of four 
well-known shipping companies, namely, 
the London & Edinburgh Shipping Com- 
pany, the General Steam Navigation Com 
pany, the Clyde Shipping Company, and 
the Carron Company, which are members 
of the Scottish London Shipping Confer- 
ence Che purpose of the company, which 
will begin working after the war, is to co- 
ordinate coasting liner now run 
by the four companies No capital is 
being called up at present, other than is 
required by the formal incorporation. There 
will be no public issue 


SeTV1ICeS 


Road Haulage Wages.—At a 


meeting 





n December 7, the Road Haulage Central 
Wa s Board decided to give notice of its 
ntention to submit to the Minister of 


I abour re’ 


National Service proposals for 
the amendment in certain respects of the 
existing Road Haulage Wages Orders 
governing the Statutory remuneration of 
aad haulage workers -falling within the 
of the board rhe full proposals of 
the board, which include a proposed increas¢ 
in remuneration, have been transmitted 
to the Road Haulage Area Wages Boards 
for report and to all employers in the in- 
lustry he reports of the Area 
and any objections lodged to the proposals 
will be considered by the Central Board 
at a further meeting, at which the question 
of submitting the proposals to the Minister 
of Labour & National for con- 
firmation will also be considered 


SCOT 
ope 


3oards 


Service 


National Road Transport Federation. 
\fter negotiations lasting two years, 
agreements were signed in the Dorchester 


Hotel, London, on December 12, by six 
organisations in the road transport in- 
dustry, establishing a National Road 
lransport Federation. Lord Perry (Chair- 
man of the Ford Motor Co. Ltd.) was 
unanimously nominated President. The 
six bodies which have united to form the 
new federation, and which will now be 
wound up, are Associated Road Operators 
Limited, the Commercial Motor Users’ 


Association, the National Road Transport 
Employers’ Federation, the National Con- 
ference of Express Carriers, the Scottish 
Commercial Motor Users’ Association, and 
the Scottish Carriers’ & Haulage Con- 


the holders of ‘“‘A’’ and ‘ B”’ licences, 
who carry goods by road for hire or reward ; 
the Passenger Vehicle Operators’ Associa- 
tion, representing those members of the 
constituent who operate public 
service vehicles; and the Trades’ Road 
Transport Association, representing those 
who hold ‘‘C”’ licences and own vehicles 
for the carriage of their own goods. The 
new federation of three new associations 
should long way towards enabling 
the goods road transport industry to speak 
Its 


bodies 


ZOa 


with an authoritative voice. repre- 
sentation of the passenger road transport 
(public service vehicle) industry is rela- 


tively unimportant ; that industry is well 


organised in its own associations 

Caprotti Valve Gears and Associ- 
ated Locomotive Equipment Limited. 

The trading rights and interests of 
Caprotti Valve Gears Limited have been 
icquired by Associated Locomotive 
Equipment Limited, locomotive engineers, 
of Worcester Engineering Works, Shrub 
Hill, Worcester, designers and suppliers 
of precision valve gears and incillary 
quipment, with which company the in 
terests of Caprotti Valve Gears Limited 
for some years have been identified The 
Associated Locomotive Equip 
states that this will in no 
way interfere with the continuity of 
supply of new British-Caprotti gear, and 
servicing spares for the numerous locomo 
tive and marine engines so fitted in many 


board of 
ment Limited 


parts of the world, which will be manu 
factured as formerly at Worcester 
Southern Railway Home Guard 


‘¢ Stand Easy ’’ Lunch.—To commemo- 


rate the work of the Southern Railway 
Home Guard, the Chairman of the com 
pany, Colonel Eric Gore-Browne, and the 
General Manager, Sir Eustace Missenden 
gave a lunch to the Southern Railway 
Home Guard Headquarters staff and thi 


six battalion commanders and their adju 
tants at the Charing Cr Hote] on 
December 12. Colonel Gore-Browne Oo! 
behalf of the Southern Railway, 
thanks for a difficult job well done. Sir 


expressed 


Eustace Missenden spoke of the spirit 
of comradeship which pervaded th 
Home Guard He paid tribute to Mr 


Wymer for his work in organising 


F. J. 


the Southern Railway group from the 
early days, and to Colonel S. H. Isaac for 


succeeding so ably Mr. Wymer as Com 
mander of the S.R. Home Guard. Major- 
General Sir James’ Drew, Director- 
General, Home Guard, said that the S.R. 
units were among the best of the utility 
groups. Colonel Isaac and Mr. Wymer 
responded, and expressed appreciation of 


Major-General Viscount Bridgeman; Brig. 
General H.S. E. Franklin ; Colonel G. W. Sutton; 
the Earlof Radnor, Deputy-Chairman, Southern 
Railway Company; and the following officers of 
the Southern Railway: Messrs. John Elliot, 
Deputy General Manager; R. M. T. Richards, 
Traffic Manager; V. A. M. Robertson, Chief 
Civil Engineer; and O. V. Bulleid, Chief Mech- 
anical Engineer 


Contracts and Tenders 

[It is reported that the Canadian Loco- 
motive Co. Ltd. has received an order for 
115 locomotives for the Indian State Rail- 
ways, further to the contract for 75 engines 
for those railways completed recently. 


Below is a list of the orders placed 
recently by the Egyptian State Railways : 
Bourne Chemical Industries Limited: White 
lead 
4. S. Young & Co, Ltd.: Pressure gauges. 
Hardypi k Limited: Hand tools. 
E. & W. Lucas Limited: Hand tools. 
Spear & Jackson Limited: Bendsaws, etc. 
George Angus & Co, Ltd.: Belt fasteners. 
fomey & Sons Ltd.: Gauge glasses, lenses, 
James Milne Cooper & Co. Ltd. : Joint rings. 
Rivet Bolt & Nut Co. Ltd Nut rivets. 
British Insulated Cables Limited: 
graphic and telephone materials 


ele 


Davis & Timmins Limited: Telegraphic and 
telephone materials. 

Morgan Crucible Co, Ltd.: Telegraphic and 

ephone materials 

Edward G. Herbert Limited: Screwing and 
cutting tools. 

sullers Limited : Galvanised rollers. 

Bells Asbestos & Engineering Limited : Spun 


Varn 


General Electric Co. Ltd.: Valves. 


Al . . 
Forthcoming Meetings 
January 9 (Tue.).—The Institution of 
Civil Engineers, Great George Street, 
Westminster, S.W.1, 5.30 p.m. Dis- 
cussion on ‘‘ Lay-out of Road Inter’ 
sections,’’ by Mr. A. J. H. Clayton, 
B.Sc. (Eng.), Assoc.M.Inst.C.E. 

January 11 (Thu.).—Diesel Engine Users 

‘ Association, at the Court Room, Caxton 
Hall, Westminster, S.W.1. 2.30 p.m. 
Discussion on “‘ Symposium on engine 
cooling-water systems.”’ 

January 12 (Fri.).—The Institution of 
Mechanical Engineers, Storey’s Gate, 


St. James’s Park, S.W.1, 5.30 p.m. 
Extra general meeting: ‘‘ Fluid Film 
Lubrication of Parallel Thrust Sur- 
faces,"’ by Mr. A. Fogg, M.Sc., 


A.M.I.Mech.E., and ‘‘ An Explora- 
tory Study of Oil Grooves in Plain 
Bearings,’’ by Mr. D. Clayton, D.Sc., 
A.M.1I.Mech.E. 
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Railway Stock Market 


With the volume of business in stock next few weeks, junior stocks seem likely the year with a general rally, the outcom« 
arkets contracting, prices in most sec- to resume their upward trend; there are of Sir Montague Eddy’s visit having led to 
tions have been moderately reactionary, generally considered to be good prospecis more general hopes of a change of heart 
ilthough there was very little selling in of the forthcoming dividends keeping at on the part of the Argentine Government. 
evidence. Sentiment has been affected by the same levels as for 1943. The year Publication of the annual reports, how 
the latest war developments and also by 1945 is generally expected to bring post- ever, emphasised the difficulties under 
the view that the war may be of longer war problems into much clearer focus, which the British-owned railways a1 
luration than seemed likely a few months’ with the likelihood of a General Election - working and the. impossibility of an 
gO Nevertheless, absence of selling in giving broad indications of Government general resumption of dividends on th 
dicated continued confidence and declines _ policy. preference and ordinary stocks until th 
in British Funds were only fractional, and The manner in which the railways have railways receive fair treatment in respec 
industrial shares held the greater part of demonstrated their efficiency in coping of exchange rates and other vital matters 
recent gains with the big expansion of traffic resulting Among home rails, Great Western now 

Home rails showed only moderate de from the war has drawn much wider atten- at 59 compares with highest and lowe 
clines, which later tended to attract tion to the fact that they can deal with a_ levels of 62} and 55 in 1944; with the 5 
buyers, announcement of the dates in very much larger volume of business than per cent. preference (highest and lowest 
February when the dividends are ex ruled in, preqwar days; and that, given a 122 and 1143) at 120, and the 4 per cent 
expected to be announced has been in quare deal, there should be no doubt of debentures 116}, comparing with 1944 ex 
clined to draw more attention to the large the junior stocks remaining in the divi tremes of 1173 and 112}. L.M.S.R 
yields still ruling on the junior stocks. dend list if there is a large measure of ordinary is closing the year around 31} 
Whereas, despite the difficulty of assess success in securing full employment of (1944 extremes of 3428 and 27%) with the 
ing the outlook, many industrial shares the country’s resources and labour power 1923 preference 62} (extremes of 63} and 
have risen in recent months on hopeful after the war Meanwhile, there seems 553). L.N.E.R..second preference was 32 
views as to the possibilities of higher every possibility of the fixed renta! re comparing with the year’s highest and 
postwar dividends, home rails have con maining in force not only until Japan as lowest of 353 and 28}. Southern preferred 
tinued to be dominated largely by uncer well as Germany has been defeated, but is ending 1944 around 77} (extremes 80} 
tainty as to the shape of things to come also until there has been a final settlement and 71%) with the deferred 253 (extremes 
ind have remained on a basis showing agreed as to the post-war set-up of the 26} and 23). London Transport sa 
over double the yields ruling on leading railways and transport generally. Conse- was 69} (year’s highest 72}? and lowest 
industrials The sharp rally shown 4 quently. there appear to be good possi- 643) 
short time ago -was accompanied at the bilities of dividends at around current B.A. Gt. Southern, in Argentines, was 
outset by talk of extension of the control rates continuing for some time ahead. around 12, comparing with 1944 extremes 
igreement with the possibility of an in \ feature of the past year has been the of 143 and 9} respectively; the 5 per cent. 
crease in the fixed rental. These rumours advance in French railway sterling bonds, preference was 26 (highest 29} and lowest 
lacked confirmation, but only part of which have reached the best levels touched 21) with the 4 per cent. debentures 62 
earlier gains was lost, so that junior since the fal! of France; hopes are current (highest 65 and lowest 524). Canadian 
stocks are closing 1944 well above the low of resumption o@ payments on these securi Pacifics, which had extremes of 173 and 
est levels recorded during the veat In ties during 1945 1348, were around 14%, and tended to 
fact, there is a disposition to assume that \rgentine railway stocks have shown rally on revived talk of the possibility of 
if market how increased activity in the omewhat sharp fluctuations, but closed a higher dividend 
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Traffic Table and Stock Prices of Overseas and Foreign Railways 





Trafhe for week Aggregate traffics to jm 


Railways Totals 


Increase or 
1943/4 1942/3 Cocrenss 


Total Inc. or dec. 
thie ener compared 
Y with 1942/3 


No. of Weeks 
| Highest 
1943 
|\December 
12, 1944 


£ é £ é é 

Antofagasta (Chili) & Bolivia 3 ¥ 1,435,690 1,422,690 + 13,000 Ord. Stk. 
Argentine North Eastern ... 12. . + 5 392,838 336,150 56,688 - 
Bolivar aa nie ie 3 : 58,052 57,956 + 96 6p.c. Deb. 
Brazil rae ut ome wah Bonds 
Buenos Ayres & Pacific an , 12. . 3 2,747,160 2,205,600 + 541,560 Ord. Stk. 
Buenos Ayres Great Southern y 12. , } " 3,955,860 3,713,580 242,280 Ord. Stk. 
Buenos Ayres Western bie 12. + i 1,516,320 1,215,780 300,540 ” 
Central Argentine ... ee % 12. 164, '880 - 3,872,619 3,276,990 + 595,629 a 

Do. . — - Dfd. 
Cent. Uruguay of M. Video. a2; 32,257 722,655 770,804 48,149 Ord. Stk. 
Costa Rica... ‘ ” 23,612 + 97,913 : - 3,420 Stk. 
Dorada nie wins aan * 28,028 + . 265,443 i - 46,836 | Mt. Deb. 
Entre‘Rios .. cal 21,372 | + , 514,476 a 46,920 Ord. Stk. 
Great Western of Brazil... 29,600 + 7,200 1,095,800 258,800 Ord. Sh. 
International of Cl. Amer. ... Oct., 1944 $481,040 $30,526 $6,280,959 $6, 023, 847 4 $257, 112 _ 
Interoceanic of Mexico an Ist Pref. 
La Guaira & Caracas... wai 223 Nov., 1944 5,377 - 2,168 83,595 90,905 7,310 5p.c. Deb. 
Leopoldina ... on wn 12. 45,866 402 2,287,821 1,763,388 524,433 Ord. Stk. 
Mexican oni wiih 483 A! ps. 432,300 ps.51,200 ps. 10,790,300 . 9,303, ps. 1,487,300 Ord. Stk. 
Midland Uruguay we oes - . 163 2,780 7 66,489 J 622 _— 
Nitrate ; pai a aie A { 1,869 168,884 ; - 21,816 Ord. Sh. 
Paraguay Central... ove 12. 593, + 39,693 G1,381,123 . : G131,744 Pr. Li. Stk. 
Peruvian Corporation ied J i be é + 23,344 636,125 114,470 Pref. 
Salvador ae du on ., 1944 ‘ ¢ 9,000 ¢ 323,00C y c 12,000 — 
San Paulo pate ial sia — - — Ord. ‘Stk. 71 £3 14/I 
Taltal ... one eee Nov., 1944 — 3,210 12,775 ° - 17,725 Ord. Sh. | Nil 
United of Havana... oe 9.12.44 ‘ 3,155 1,075,645 14,725 | Ord. Stk. t 34 3 Nil 
Uruguay Northern ... wal 73 Oct., 1944 ¥ : 1 5,663 : 107 _— _ _ 


South & Central America 





Canadian Pacific eee oon A 7.12.44 ; 159, ¥ 59,815,600 55,201,200 + 4,614,400 | Ord. Stk. 


(Barsilight ... one eas Nov., 1944 - \ 185,632 173,287 12,345 | Ord. Stk. 

) Bengal-Nagpur s Sept., 1944 v ’ 6,337,125 6,208,500 128,625 Ord. Stk. 
Madras & Southern Mahratta Mar., 1944 q - 10,447,866 8,913,924 1,533,924 _ 
South Indian ... 20.12.43 y i 5,321,558 4,562,445 - 750,113 aad 


sevesion Delta tee oe 607 20.11.44 q : j 438,668 355,530 + 83,138 

anila onl -— — ai : s pie ps aie 

Midland of W. Australia... 277-—s Oct, 1944 . r 82,970 135,690 52,720 Inc. Deb. 

Nigerian ese «| 1,900 9. 286,839 — 39,236 4 — — — — a 
South Africa ... one --- 13,301 1,026,629 + 195,782 27,681,576 25,750,464 1,931,112 — _ 
Victoria eve eee «+ 4,774 April, 1944 1,188,999 — 212,162 — _ _— _ _ 


Various 





Note. Yields are based on the approximate current price and are within a fraction of 7s. Argentine traffics are given in sterling calculated @ 16§ pesos to the £ 
t Receipts are calculated @ Is. 6d. to the rupee 








